Society's playground by Stelli, Jenna Chantal
s o c i e t y ’s  p l a y g r o u n d 

“public space is the playground of society, the public realm is 
the playground in which society reinvents itself” 
(Bunschoten, 2006:6)
Everyday activities that take place in the streets of New Doornfontein.
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6A street vendor sells fruit and vegetables on Bezhuidenhout Avenue in New Doornfontein. These informal stands are set up 
in places that have a large volume of people passing by. 
     
“ … public space, the space of delight which encapsulates serendipitous encounters and 
meanderings: sitting, watching, being, chatting in spaces that may be planned, designed and 
monumental, but more often may be barely visible to the attentive eye, on the margins of planned 
space or even imagined.” (Watson, 2006: 3)
p r o p o s i t i o n
This thesis undertakes a study of the use of 
public space in everyday lives - the space that 
is used outside of the home, the in-between 
spaces that facilitate forced or chosen social 
interaction. 
It focuses on the public spaces that make up 
the everyday lives of people - spaces that are 
used, often mechanically, without an awareness 
of their significance. The places that encourage 
people to interact with strangers, on an intimate 
as well as distant level, and that contribute to 
the existence of our multi-cultural society.
The intervention aims to create a Playground 
for Society in public space. 
The public space that will be created by the 
proposed intervention lies to the east of 
Johannesburg’s CBD. 
The urban site identified for the intervention was, 
at the beginning of the 20th century, inhabited 
by so-called ‘high society’ of Johannesburg. 
By the beginning of the 21st century it was 
a slum with all of the accompanying social 
and environmental problems. This area is 
desperately in need of re-generation and the 
proposed intervention will serve as a catalyst 
for this. 
The intervention on the architectural site 
will create a central point for commuters, 
pedestrians, local residents and those who are 
visiting the civic buildings to linger, chat and 
connect with other human beings.
The actual intervention takes its inspiration 
from similar interventions in Europe, Australia 
and especially South Africa. It explores the 
following issues in depth:
- How commuters and public transport 
engage with the city.
- The new public space that will 
accommodate commuters.
- How the existing civic space relates to 
commuters, public transport and public 
space.
- The effect of public art on public 
spaces.
The resultant design aims to draw the ordinary 
person from the streets, show them how to 
move through the area, encourage them to 
spend time there and ultimately provide a true 
playground for the community.
A mother walking with her children, in New Doornfontein, after being dropped off by a taxi. The existing urban 
environment does not adequately accommodate people who use public transport . 
“To accommodate automobiles, city streets are 
broken down into loose sprawls, incoherent and 
vacuous for anyone afoot.” Jane Jacobs 
(Jacobs, 1962: 338)
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The immediate area around the Jeppestown Railway Station is the departure point for many pedestrians on  their way to or from 
their destinations. This informal public space provides a perfect opportunity for traders.
13p r e m i s e
u r b a n  r e a l i t i e s
Pace, technology, urbanisation, identity. 
A changing society.
What is public? What is space? What defines 
the public spaces we inhabit? How do the 
public spaces we utilise define who we are? 
How important are public spaces in today’s 
age and what influence do they have on our 
lives? What is the function of architecture in 
the public realm? 
Architecture encompasses our whole lives. It 
structures our daily actions and directs the way 
in which we move through our everyday reality. 
Architecture is all around us, but the ultimate 
question is: do our surroundings dictate how 
we live our lives or do our lives dictate the 
form of our surroundings? In our own intimate 
environments, we can decide how we want the 
space around us to be structured by choosing 
how our own homes are formed, and how to 
decorate them. 
But what is the architecture of the everyday 
that extends beyond our homes? The urban 
environment that we come into contact with 
on a daily basis, the architecture that we are 
forced to utilise when carrying out our daily 
activities. What does this architecture mean to 
us? How does it affect our lives?
Urban Realities
South African cities are characterised by urban 
sprawl. They no longer abide by the traditional 
models of a city centre and its surroundings 
radiating from this centre. The traditional 
European model of a public square at the 
central point of a city no longer applies. If there 
is no specific city centre, then there can be no 
central common public space. A new public 
space needs to be defined and created to fulfil 
the social role of the traditional public square.
Johannesburg is a typical example of a city 
that has been subject to urban sprawl. It is a 
vibrant African city that is developing a street 
culture, but this street culture can only thrive if 
there is public space to accommodate it. This 
thesis will explore the issues of modern public 
spaces within the context of Johannesburg. 
It will look at what public space is and what 
it is perceived to be. It will explore whether 
public space is still necessary and why. It will 
also look at how we can use modern ways of 
living, technology, art and media to create a 
new public space, suitable for the reality of our 
times. It aims to reduce the reclusive nature 
of people by bringing them on to the streets 
into an area that is openly accessible to all 
and where varying socio-economic groups are 
encouraged to mingle. In order to make the 
public space relevant to the inhabitants of Jozi, 
this thesis aims to create a public space by 
juxtaposing an existing civic building (and its 
related functions) with a transport hub.
Many inhabitants of Johannesburg are reticent 
about using public space. A lot of this has to do 
with the high levels of crime that are a reality 
within the city but perhaps there are other 
factors which could be considered.
Firstly, Johannesburg city developed largely 
during a time when South Africa was a 
British Colony and then under the Nationalist 
Government. This meant that the facilities and 
public spaces were built to suit the needs of 
the white inhabitants of the city. The rolling 
lawns and flower beds of the Library Gardens 
in the Johannesburg of the 1900’s are just one 
example of the type of facility that attracted the 
inhabitants of Johannesburg at that time into 
public space. Today, however, the demands 
of the multi-cultural inhabitants of the city are 
different.
1
Then, another reason for public space not 
being utilised is that once people leave their 
homes to enter into the public realm, they head 
straight to places that are exclusive to their 
social group. Shopping malls, casinos, sports 
clubs and other public-private spaces are 
often characterised and utilised by a certain 
homogenous group. This exclusivity limits the 
possibility for interaction between people of 
different cultural, social and income groups. 
It is perpetuated by the creation of “right of 
admission reserved” public spaces and the 
continual privatisation of government owned 
land.
Urban sprawl could be seen as partly to blame 
for people going to the local shopping malls 
and casinos for entertainment. Haphazard 
development has led to areas of such mixed 
use that there is not enough of leisure and 
entertainment value to draw people to any 
specific area. Hillbrow, Parkhurst, Melville and 
increasingly Rosettenville and Linden have a 
developing street culture that draws people 
from their homes and onto the streets of greater 
Johannesburg. These areas are however the 
exception rather than the norm.
A further reason for public space not being 
used is the rapid advance in technology. 
Technology has changed the way in which 
people experience their surroundings, 
communicate with one another and go about 
their daily routines. Technology has enabled 
new forms of communication. People no longer 
need to leave their homes or even their seats, 
to correspond with people worldwide. With 
the use of the internet the world has become 
smaller, more connected - yet at the same 
time it has created more of a divide between 
people. The public interaction that would have 
occurred, had the person left their immediate 
environment, is lost. The customary methods 
of social interaction take on a completely new 
form, out of the realm of public space and into 
the realm of the cyber world, where a person’s 
home (and computer) becomes their “public” 
environment. A reclusive society is created, 
where people only associate with whom they 
choose, in closed environments.
So, what is Public Space
Public space is the means through which we 
experience our collective existence. It is the 
means through which people formulate their 
identities, and social evolution occurs. Public 
spaces encourage interaction between diverse 
cultures and are the means through which 
people meet, see and hear each other. 
Habraken, in “The Structure of the Ordinary” 
(Habraken, 1998: 158), describes public space 
as a space used by those who do not individually 
control it. A public space should always be open 
to those who wish to access it, and should not 
restrict anybody from using it. He describes 
public space as an organic element that 
changes according to who is utilising it. This 
ongoing redesign of a space is what allows the 
space to exist. The constant reconfiguration of 
the space by its different users follows the flow 
of use within the surrounding environment. 
Therefore a public place should be open for 
reconfiguration depending on who its users 
are. The people who use the space instil life 
into it and thus allow the place to survive.
Historically, public spaces developed gradually 
and informally. The spaces grew out of necessity 
and were relative to the people creating them. 
This meant that the spaces were appropriate 
to the functions of the city and were thus 
effectively utilised. 
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s o ,  w h a t  i s  p u b l i c  s p a c e
A wide sidewalk in Bertrams has encouraged the formation of a multi use public space. Business people have taken 
advantage of the busy street by converting the houses along the sidewalk into shops.
p r e m i s e
A public space was often formed around a 
function, such as a market square, and this 
space would develop alongside the community, 
representing its social structure. Functional 
public facilities such as libraries, town halls, 
community centres, hospitals and police 
stations all formed as a result of a need in the 
community. 
As there is a need to constantly redesign public 
space to allow for the ever changing demands 
of society, this was taken as the focal point of 
this thesis. A workable public space will not 
happen by chance – it needs careful planning 
and design. A clever design will allow the users 
of the space to stamp their own identity on that 
space in a flexible way.
Raoul Bunschoten in “Public Spaces” states 
that ‘the public space is the playground of 
society the public realm is the playground in 
which society reinvents itself’ (Bunschoten, 
2002: 6). Public space is where people meet 
and communicate. It is the space where 
relationships between diverse groups form and 
new social groups are initiated. It becomes the 
place in which we view what is different to us, 
and interact with society. Public space informs 
“Streets and their sidewalks, the main 
public places of a city, are its most 
vital organs. Think of a city and what 
comes to mind? It’s street.” Jane 
Jacobs (Jacobs, 1962: 29)
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who the inhabitants of an area are and what 
they represent.   
South African society is still in the early stages of 
racial and cultural integration. In the workplace 
this integration is happening unobtrusively and 
the aim of this thesis is to encourage the same 
‘meeting and communicating’ of all races, 
cultures and classes of society to happen. 
Where better to do this than in public space?
Johannesburg’s public spaces
In Johannesburg there are a limited number of 
successful public spaces. Many of the areas 
that are assumed to be public spaces hold a 
“right of admission reserved” status and are 
controlled by the owner of that space. Shopping 
malls, such as Sandton Square, as well as 
theme parks and casinos like Gold Reef City 
and Recreation Clubs, are called ‘public’, yet 
they have exclusive access for a specific social 
or economic group. These spaces are often 
given a specific identity which dictates how the 
space is used and who uses it. A person with a 
very limited income does not feel comfortable 
shopping at exclusive shopping malls and the 
very nature of the theme parks and casinos 
Two woman sit outside the Metro Mall, in Bree Street, Johannesburg. The urban spaces surrounding the Metro Mall and taxi 
rank encourage people to stop and linger. 
j o h a n n e s b u r g ’ s  p u b l i c  s p a c e s
“Public space is space where we share with strangers, people who aren’t our relatives, friends or work 
associates. It is a space for politics, religion, commerce, sport; space for peaceful coexistence and 
impersonal encounter, its character expresses and also conditions our public life, civic culture, everyday 
discourse.” Walzer (Woolley, 2003: 3)
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dictates that money has to be spent during a 
visit.
Conversely, the existing public spaces, 
such as public parks and squares, are often 
underutilised, and due to this, City Councils do 
not allocate funds to maintain them, resulting in 
their falling into a state of decay. Wemmer Pan 
and Pioneer Park are good examples of once 
beautiful, well maintained public spaces that 
are now in a state of disrepair and therefore 
cannot attract the public. Other examples of 
this are the many small-scale public parks that 
are scattered through our communities which 
are often empty and neglected. 
The Walter Sisulu Square in Kliptown is an 
example of a clearly defined public space that 
is not used to its full potential. The huge square 
provides a place for people to interact and claim 
as their own, yet the space is mostly used by 
tourists passing through on their “check-list” 
tours, and not by the local community. 
Is it viable to design public spaces
The fact that existing public spaces in 
Johannesburg are not being used to their full 
potential questions the viability of designing 
public spaces. 
Why are public spaces under-utilised? 
Many people have the perception that public 
spaces are dangerous and dirty, are unpleasant 
environments to occupy, and that they do 
not want to be seen in them. This negative 
perception is augmented by the fact that many 
public spaces are in fact not maintained making 
them unusable and irrelevant. This leads to a 
self-fulfilling prophesy where the spaces do 
become unsafe. 
The common perception is that a street or city 
is to be kept safe by the police and that a public 
space is not safe unless there is a prominent 
police presence. Surprisingly, a police presence 
is not necessary in a street which is controlled 
by the people using it. A space that is well used 
and cared for is a space that is generally safe. 
In certain sectors of the population, different 
forms of media have also replaced the need for 
face to face interaction. With the likes of social 
networking, email, and online chats, people do 
not need to enter into public spaces to interact 
with different people. This results in public 
spaces becoming obsolete as people spend 
more and more time alone with their electronic 
equipment. 
The abundance of themed private spaces, 
such as shopping malls and theme parks also 
detract from the value of public space.  Many 
people feel safer and more comfortable when 
entering into a private or semi-private space. 
These spaces are filled with people from similar 
socio-economic and cultural backgrounds that 
they can directly relate to. There is thus no need 
for them to leave their comfort zone of familiar 
faces and confront the, often daunting, social 
interaction with people unlike themselves. 
People may fear contact with other people from 
different cultures and socio-economic groups, 
preventing them from benefiting from this type 
of communication. Public spaces within a city 
are filled with strangers: the number of people 
that you do not know outweighs the number of 
people that you do know. This is part of the joy 
of being in a public space: random encounters 
with strangers, but it is also the element that 
adds to the fear of public spaces.
If we are to break down the social and cultural 
i s  i t  v i a b l e  t o  d e s i g n  p u b l i c  s p a c e s
p r e m i s e
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barriers that exist in our South African society 
it is essential that the joy of random encounters 
with strangers is encouraged and so it is 
clearly evident that viable public spaces must 
be designed and introduced.
The design of public space.
The next question to be explored revolves 
around the design of public space. People 
experience spaces differently, so a space that 
one person finds pleasing may not appeal to 
another person. The way a person experiences 
a space is relative to their memories and also 
to their preconceived ideas of architecture. 
Senses, spatial perception, movement, 
proportion and scale all affect the perceptions 
a person may impart onto a space. 
Therefore, as architects, the assumptions we 
make about people and about who is using 
a space may also be incorrect. Heidegger, a 
German philosopher, said that meaning is 
historical, created always from a particular 
perspective (Bullock, 1999: 399). One cannot 
choose one’s history therefore one cannot 
choose one’s class, race or culture. Society will 
find meaning in its urban environment through 
its defined perceptions. An environment is 
understood according to the perception that a 
person projects onto it, allowing the person to 
relate to it and therefore utilise it. 
In historical cities the urban area was built, 
over time, by the community. The spaces were 
formed according to the public needs. Thus the 
user related to the spaces first hand as they 
were built through the user’s own history. During 
the 1880’s the busiest place in Johannesburg 
was Market Square. (Clarke, 1987:11)
This was the natural centre of town. Modern 
cities are designed by people who often have 
different social backgrounds to the people who 
inhabit the space. This is especially true of 
South African cities like Johannesburg, where 
much of the architecture is Euro-Centric and 
therefore the majority of South Africans cannot 
relate to it. The city is therefore viewed from a 
different perspective by the person who created 
it to the person who will use it. Architects or 
urban designers, even with best intentions, 
will not be successful if they do not leave their 
designs open for interpretation. 
Roland Barthes in his essay, “The Death of the 
Author” (Barthes, 1977:146), discusses how a 
text is based on a multitude of sources and its 
meaning is interpreted in a multitude of ways. 
The same is true in architecture and urban 
design. The design is influenced by many 
different sources and interpreted through the 
architect’s own perspective. Once the design 
is realised in life it no longer belongs to the 
architect but to the people who use it. The 
users will then interpret the space in their own 
ways according to their own perceptions and in 
doing so make the space theirs to inhabit.
A person who cannot relate to a design cannot 
project a perspective onto it. The space 
therefore becomes insignificant and thus 
does not survive. The more people can relate 
to a space the more the space is likely to be 
successful. 
It can therefore be concluded that it is worth 
designing public spaces – in fact it is essential 
to do so but the design must take into account 
the needs of the people who will be using the 
space. Of paramount importance is the trick of 
designing a space in such a way that each user 
of the space will be able to feel an individual 
synergy with that space.
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The street as public space
Jane Jacobs in “The Death and Life of Great 
American Cities”, (Jacobs, 1962: 29) describes 
how the street and the sidewalks are the most 
vital organs of the city - the main public places. 
When encountering any aspect of a city you 
experience it through its streets, whether as a 
pedestrian or from a public or private vehicle. 
The city cannot exist without its streets and 
sidewalks, yet these things mean nothing 
without the buildings that edge onto them. 
Thus there is a mutually beneficial relationship 
between the sidewalk and its adjoining 
buildings. A busy sidewalk will enhance the 
buildings and an actively used building will 
help to populate the sidewalks. 
The street is usually the hub of public 
interaction. It is the point where people are 
constantly moving, seeing and being seen. It 
therefore creates the perfect point from which 
larger public spaces are created.
Jane Jacobs mentions three prerequisites for a 
street to be a successful public space (Jacobs, 
1962: 35);
t h e  s t r e e t  a s  p u b l i c  s p a c e
p r e m i s e
A street in Soweto occupied by traders.  The introduction of the traders, selling a variety of goods and services, creates a 
continous surveillance and brings life to the street.
“Public spaces are performed as well as 
being spaces of performance.”
 (Watson, 2006:80)
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- A clear demarcation between public 
space and private space
- Constant surveillance, and
- Continuous use.
The demarcation between a public space and a 
private space becomes important to the users 
as it helps them define their surroundings and 
how to relate to them. Thresholds between 
these spaces allow a continuation between 
them, yet demarcate the separation between 
the two. A private place becomes exclusive to 
the people who ‘own’ it, excluding strangers. 
If a private place flows into a public space 
without an appropriate definition of threshold, 
the public space becomes the forecourt to the 
private space, eliminating the full potential of 
the public space and preventing strangers 
from using it. An example of this would be a 
beach which is undoubtedly a public space but 
may not feel so if the gardens of the adjoining 
houses join with the beach.
People will automatically be encouraged to use 
a street where there is surveillance. Strangely 
enough, surveillance is not only provided by 
a CCTV camera on each street corner and 
in every public space.  Good surveillance is 
The narrow pavements in Alex mean that pedestrians often have to walk in the road. However, due to the lack of public 
space, the streets are used as a place of social interaction.
“The ‘we’ is not, but we happen, and the ‘we’ happens, and each individual 
happening happens only through this community of happening, which is our 
community.” Jean Luc Nancy (Watson, 2006:8)
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encouraged by buildings orientated towards 
the street. Buildings looking onto a street 
immediately create an observation system 
where people in buildings watch other people, 
making the streets a safer place to be. This 
develops a certain proprietorship and people 
start to take ownership of the spaces in front of 
their buildings.
In the same vein, people like to see and be 
seen. Streets that are constantly used provide 
opportunities for “people watching”. The people 
in the surrounding buildings watch the passers-
by and vice versa. 
A diversity of function along the street is also 
important to encourage different people at 
different times of the day. A street that is 
bordered by a retail shop, a restaurant and a 
hardware situated close together, for example, 
will ensure that the street is constantly in use. 
The shop will be used before and after people 
go to work and school, the restaurant will be 
used at lunch time as well as in the evenings, 
and the hardware will be used during the day 
by contractors. 
Public functions encourage people into public 
spaces. By using the grocery store, chemist or 
local café people are forced to leave their private 
surroundings and enter into a space filled with 
strangers; they are forced into public life. There 
is a huge difference between this type of social 
interaction and that which you may find in 
specialised venues like Casinos. As soon as a 
place takes on a specific function, it removes 
itself from the realm of general everyday public 
space. The people who go to this space will 
naturally hold a similar interest or come from 
a similar social group, thus the everyday 
interaction with different people is removed 
and the space becomes a place of almost 
private interaction. Therefore a public space 
only draws on its full potential as a “playground 
for society” when there are a variety of different 
people interacting at different levels, speeds 
and viewpoints. The street is the perfect place 
to initiate this interaction and should be seen 
as an integral part of any urban design that 
intends creating a public space. 
Technology and public space
Modern technology has filtered into our lives, 
affecting all that we do and how we do it. It 
has changed the way in which we live; we 
t e c h n o l o g y  a n d  p u b l i c  s p a c e
p r e m i s e
“It [cyber world] operates through stand-ins of 
ourselves, representations in which we can 
lose our humanity or hide our identity, and it 
may inspire an amoral indifference to human 
relations.” Michael Hein (Boyer, 1996: 20)
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have entered an unknown chasm that has yet 
to be fully explored or realised. New ways of 
communicating have intercepted traditional 
methods, changing the way in which society 
views the world.   
Technology has reduced the space that we 
occupy, yet opened up the world for all of us to 
view. Within the privacy of our homes we can 
simultaneously experience events that have or 
are occurring worldwide. (Auge, 2002:31) The 
need to socialise outside the home has been 
reduced by technology, creating a reclusive 
society. The definitions of spaces previously 
identified as either public or private have been 
blurred. Whilst sitting at home in a private 
space, a person can communicate in a public 
manner with many different people at the same 
time through the use of modern technology. A 
person can experience a public event, such as 
a concert or sports game, in a private space. 
The experience is a collective one experienced 
by many different people across the world 
simultaneously. Thus the boundary between 
public and private has been distorted. 
The extensive technological development that 
the world is experiencing also perpetuates the 
division between the wealthy and the poor. 
Many people (often in poorer communities) 
have limited or no access to technology, 
whilst in other areas (generally the wealthier 
communities) it has become a way of life that 
can not be done without. A new cultural divide 
has developed, characterised by those who 
are technologically literate, and those that are 
not. 
A “cyber city” has been created with the advent 
of the internet. This “cyber city” runs alongside 
our cities, occasionally intersecting, yet never 
quite connecting. When we enter through the 
gates of the cyber city, we gain access to the 
world, yet it is removed and separated from the 
reality of everyday life. Boyer describes cyber 
space as a huge megalopolis without a centre, 
both a city of sprawl and an urban jungle, 
paralleling rather than representing reality 
(Boyer, 2004: 231). 
The cyber city allows for a creation of new 
communities, a new connectivity between 
people. But are the people of these cyber 
communities genuine, or are they made up 
of ideal reinterpretations of their real identity 
(Boyer, 2004: 235)? 
Public space as it exists needs to be re-
conceptualised and redefined to accommodate 
the evolution of technology and cyber cities. 
Technology has entered our personal spaces 
and now needs to be brought into the public 
realm, making it part of our everyday lives 
outside the home. Juxtaposing cyber city with 
public urban environments can diminish the 
gap between the two, allowing technology 
to compliment our public spaces rather than 
contribute to their decline. This can be done by 
providing for cyber cafés and WI-FI connectivity 
in public space.
Transport and public space
Johannesburg, as a city of sprawl, is a place 
where transportation has become a prominent 
necessity in most people’s lives. Travelling takes 
up a large proportion of each person’s day as 
the distance between areas in Johannesburg 
increases.  The middle and upper classes make 
use of private cars whilst the majority of South 
Africans use various other methods of public 
transportation. The public transport system is 
currently being upgraded, with the Gautrain 
and Bus Rapid Transit (BRT) system being 
introduced. This aims at reducing the number 
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of privately owned vehicles on the road, and 
improving the current public transport system.  
The spaces in-between commuter starting 
points and destinations are where a lot of public 
interaction takes place. The process of moving 
between two private spaces enables people 
to experience the public. When movement 
takes place in this transitional zone, interaction 
occurs between different people and the street 
becomes the public space. Yet if the street is 
the public space it is no longer just the interval 
between spaces, but also the destination! 
The street becomes a prominent space of 
social interaction due to the amount of time 
spent travelling. The street represents the 
space in-between destinations, yet in essence 
is an important space itself. The street acts as 
an important platform from which our everyday 
lives take place. If the street is the destination, 
the vehicle is the medium through which one 
views it. 
Trams and Buses
Johannesburg’s first public transport system 
came in the form of horse drawn trams (in 
t r a n s p o r t  a n d  p u b l i c  s p a c e
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Traffic backed up on the M1 highway. When travelling in a private vehicle any social interaction is restricted by the 
boundaries of the car.
“Cars give people wonderful freedom and increase their opportunities. 
But they also destroy the environment, to an extent so drastic that 
they kill all social life.” (Alexander, 1977: 63)
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February 1891). The initial tram line ran in an 
east-west direction and joined Jeppestown and 
Western Johannesburg (Beavon, 2004: 57). 
The main line ran down Market Street.
The trolley bus service that took over from 
the trams in Johannesburg initially had limited 
routes. In the post second world war period 
the trolley buses were still supplementing the 
tram system. The trolley bus service has been 
credited with encouraging development of 
suburbs in the greater Johannesburg region 
– Alan Mabin (Head of the Architecture and 
Planning School at Wits University) suggests 
that ‘places like Greenside developed in large 
measure on the extension of the municipal 
trolley bus service’ (Mabin, 2005:11). Rosebank 
was also developed as a result of its being on 
the trolley bus route. On the other hand, the 
more expensive northern suburbs like Lower 
Houghton were not on the trolley bus route and 
this meant that people who lived there had to 
provide for their own transport.
During the 1970’s the trolley buses were 
replaced with self powered buses. The municipal 
bus network now extended throughout the 
greater Johannesburg regions serving white 
The map shows the train lines of Johannesburg in 1896. The line connecting Springs to Krugersdorp formed along the gold 
reef. (Beavon, 2004: 39)
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residents. The terminus was at what is now 
Ghandi Square and buses were the first choice 
of transport for many office workers, students 
and people shopping in Johannesburg City. 
Although at this time, the bus service was the 
centre of the local public transport system, 
competition from the private car and the 
minibus taxis led to a situation where the bus 
service was close to collapse at the beginning 
of the 2000’s.
During the apartheid era, the black population 
of Johannesburg was served by a private bus 
company. Putco (Public Utility Corporation) 
was founded in 1945 by Jack Bird Barregar. 
In 1983, Putco’s fleet peaked at 3440 buses 
throughout South Africa. Interestingly the buses 
at that time travelled 156 million kilometres 
a year and carried 353 million passengers a 
year. By 1991 the effect of the taxi industry had 
been felt with disastrous impact on PUTCO – 
the bus fleet was reduced to 2500 carrying 120 
million passengers a year. (Putco, 2006)
‘The new city council has made it a priority to 
regenerate the bus service. There are now 
over 550 buses plying 80 routes in six sectors 
of the city, with the main emphasis on providing 
affordable transport in lower-income areas.’ 
(SA Info, 2007)
Metrobus transports about 90 000 passengers 
daily fulfilling its primary task - transporting 
commuters using a scheduled bus service. 
Trains
With the discovery of Gold on the 
Witwatersrand, the need arose for a more 
efficient way of transporting goods than the 
horse-drawn trams. In response to this need, 
the first railway servicing the Witwatersrand 
goldfields was built in 1890. This railway was 
called the Rand Tram and it ran from Boksburg 
to Randfontein. (Kemm, 2007) In the 1890’s 
the service was extended to Springs in the 
East and Krugersdorp in the West. ‘Park Halt, 
the main station for the Rand Steam Tram, 
became a busy station between the 1890’s.’ 
(Clarke, 1987:20)
In 1892, seven years before the start of the 
Boer War, the railway line was built connecting 
Johannesburg with Cape Town. In the 
following years the railway from Johannesburg 
was extended to join with Lourenco Marques 
t r a n s p o r t  a n d  p u b l i c  s p a c e
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Metrorail marshalling yard in the Johannesburg CBD 
(www.flckr.com)
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(Maputo) and Durban. The railway ran 
through Johannesburg on an east-west axis, 
corresponding with the mining land and 
ridges.
The first electric locomotive was built in 1899 
in Switzerland but the first electric locomotives 
only came online in South Africa in 1925.
Today trains are still a popular method of 
transport as they are cheap and efficient. 
Despite the fact that the city has grown 
tremendously to the north, the railway lines 
do not extend in this direction. ‘The city’s main 
station is Park Station, just north of the central 
business district, a destination for both local 
and mainline trains and the largest railway 
station in Africa. To the east of Park Station are 
Doornfontein, Ellis Park and Jeppe stations. To 
the west are Braamfontein, Mayfair, Grosvenor 
and Langlaagte stations, whilst the south has 
Faraday, Westgate, Booysens, Crown and 
Village Main stations.’ (Joburg, 2007) The 
railways in Johannesburg are operated by Wits 
Metrorail, which is a parastatal. 
Despite the popularity of trains as a form of 
transport, the trains have been plagued by 
violence for many years. Many people have 
been killed or injured after having been thrown 
out of moving trains.
In May 2008, Metrorail introduced an innovative 
Business Express Train. The train runs only 
between Johannesburg and Pretoria and offers 
free refreshments, free papers, WI-FI access 
and laptop workstations in an attempt to attract 
business people to use the service. The service 
is only available during peak times but this will 
be extended to off peak periods eventually.
Cars
By the middle of the twentieth century, the 
use of private cars in Johannesburg was 
increasing, encouraged by the expanding low 
density sprawl pattern. Even in the 1940’s 
the City planning ‘priorities began to switch 
from the pedestrian to the motorist’ (Clarke, 
1987: 126). In 1948 the replacement of trams 
with the trolley buses had the added bonus 
of allowing more space for roads, as the 
removal of the tram lines in the middle of the 
road freed up space to build double carriage 
roads, accommodating the growing numbers 
of private vehicles (Beavon, 2004: 161).
As Johannesburg expanded in size, so the 
number of cars on its roads grew. There was a 
need to gain access into and through the CBD. 
In the 1970’s the M1 highway was built, linking 
the northern suburbs to the southern suburbs, 
and soon after that the M2 highway was built, 
creating an east-west link. The M2 was built 
over the cheapest and least built up area, the 
old mining land to the south of Johannesburg, 
and provided the main spine of Johannesburg’s 
motorway system (Beavon, 2004: 161). 
Through progress, a deliberate decision 
was made to shape our cities, including 
Johannesburg, around the private vehicle. 
Spaces were designed to accommodate the 
vehicle before the pedestrian and the private 
car before public transport.
 If streets are to be viewed as the destination, 
the design and layout needs to be reconsidered, 
allowing a hierarchy of movement between 
each method of transportation. By doing so, 
the street will take the role of a traditional 
town square, as the centre of public space 
in a community where society interacts. The 
huge amount of space dedicated to transport 
in the city can be utilised as an essential public 
realm.   
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Minibus taxis
As in many African cities, Johannesburg has an 
informal and somewhat chaotic public transport 
system in the form of minibus taxis. With the 
rapid urbanisation and integration into the 
formal working sector of the black population 
a need arose for a quick and inexpensive 
transportation system to bring workers from the 
outlying townships into Johannesburg Central 
and its business nodes. The minibus taxis are 
reasonably inexpensive and are seen as the 
daily transport lifeline of the bulk of the working 
population. 
Visitors to South Africa are alerted to the fact 
that “these are not taxis in the typical Western        
sense of the term – they won’t give you a lift 
to your doorstep. Rather, they are small-scale 
bus services, often unmarked, operating with 
neither timetables nor formal stops.”  (SAinfo, 
2007)
Minibus taxis came into being in 1977 and at 
present are the most popular form of public 
transport in South Africa. Up till 1977 the law 
only provided for taxis in the form of sedan 
motor cars that collected fares based on fitted 
p r e m i s e
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Parked taxis at the Baragwanath Public Transport Facilities.
“…mundane and commonplace spaces 
of the city where people simply muddle 
through or rub along, living and performing 
their differences, and even delighting in 
them.”   (Watson 2006: 16)
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meters. The minibus taxis that were introduced 
in the late 1970’s and that are still in use today 
have a driver and the capacity to carry fifteen 
passengers. 
The haphazard emergence of the taxi industry 
has meant that there has been no legislated 
structure in the industry. Taxi routes are known 
to commuters but are not formally published 
and fares are standard as ‘different individual   
taxi associations appear to decide collusively 
on taxi fares to be charged per route, outside 
consultation with, or interference by, the 
authorities’. (Compcom, 2006)
In order to improve the effectiveness of the 
taxi industry, government has embarked on a 
programme to make the taxi industry safer and 
more effective. This involves a process whereby 
existing taxis that are operated by those with 
Valid Operating Licenses can have their taxis 
scrapped with an incentive of R50 000-00. This 
money can then be used to purchase a new 
taxi that meets the legislated requirements. 
The Arrive Alive information page suggests 
that the following vehicles will replace the ‘old’ 
mini bus taxis: (Arrive Alive, 2006)
The New Taxi Vehicles will come in three 
categories, namely:
• M1 Minibus to carry: 9  - 16 people 
including the driver 
• M2 Minibus to carry: 17 – 28 people 
including the driver 
• M3 Minibus to carry: 29 – 35 people 
including the driver 
and will have to comply with minimum safety 
and colour coding standards.
The minibus taxi will maintain its place as an 
integral part of the transportation system in 
major cities in South Africa but will do so in a 
regulated manner.
The BRT
The Bus Rapid Transit (BRT) system is a new 
public transport system being implemented 
in Johannesburg. There is currently a major 
shortage in public transport modes within 
Johannesburg and the BRT, alongside other 
initiatives, aims at reducing this problem 
and providing a world-class public transport 
network. 
The aim of the BRT system is to lessen the 
severe traffic congestion, noise and air pollution 
of Johannesburg. In addition, the initial aim is to 
convert 15% of existing private transport users 
to the BRT system. By 2010 it is expected that 
30 % of the citizens will use private transport 
and 70 % will make use of public transport 
(Smith, 2007: 40).The system will contribute 
to the redevelopment of under-utilised land by 
providing a catalyst for rejuvenation. Mixed-use 
growth will be encouraged along the routes of 
the BRT due to the direct access to a public 
transport link. Infrastructural developments 
along the BRT routes are to be supported 
by the city’s infrastructure budget, including 
additional power, water and waste services, to 
encourage development. (Reavaya, 2007)
The BRT system comprises of dedicated lanes 
on existing main routes within Johannesburg. 
The lanes will be separated by a small island 
and will only be used by buses and taxis. 
The BRT system will have priority over other 
traffic by right of way. Stations, with boarding 
platforms, will be situated every 500m. 
Intermodal facilities will be placed at specific 
stops relating to the area and feeder buses 
will carry users into the areas where the BRT 
system does not operate. (Smith, 2007: 37)
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Examples of exsiting and proposed BRT stations.
The layout of a middle lane BRT route, with the minimum widths allowed. The image shows the station with a stopping bus lane and a passing lane. ( A f t e r  W r i g h t :  2 0 0 7 , 3 5 1 )
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The full BRT network (reavaya: 2007) Phase one BRT feeder routes (reavaya: 2007)
The proposed phase one BRT routes for central Johannesburg  (reavaya: 2007)
The introduction of a world class transportation 
system in Johannesburg has become 
inevitable, but an increase in public transport 
users leads to the need for a “public transport-
friendly” urban environment. This means that 
the spaces used between the transport facility 
and the destination need to be reconsidered to 
accommodate pedestrians. The establishment 
of a successful public transport network will 
depend greatly on the spaces that come 
before and after the transportation. The stops, 
the feeder route facilities and the ease with 
which people get from the point of egress 
to their destination needs to be designed to 
accommodate the public transport users. 
The urban areas surrounding the transport 
nodes need to be upgraded as part of the 
general upliftment process. Seating, lighting, 
convenience shops and informal markets etc. 
need to be added to improve the experience 
of the commuters and provide for their needs. 
These spaces are the everyday in-between 
spaces where social interaction and public 
encounters are likely to occur.
Art and public space 
Public art plays an important role in defining 
public space.  Public art often dictates the 
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character of the type of space it is placed in, 
who uses the space and how it should be 
used. It helps to create the identity of an area 
and provides a point of orientation.  
Spatial arts, identified as visual arts, media 
art and architecture (Brunette, 1994:1), all 
play a role in defining the space we use in 
contemporary life. If public art, in public space, 
relates to the context and engages with the 
people using the space, it creates a platform 
for the community to connect. Public art can 
be used to define an urban environment for 
example with lighting, benches, dustbins, and 
other public facilities. It creates media attention 
and tourism which again encourages use of 
the space.
Art, when placed in a public space, is 
indistinguishable from that context. The place 
in which it sits provides the basis from which 
the art work is discussed (Brunette, 1994: 5). 
Thus the community which accommodates the 
art defines it and, in turn, the art defines the 
community. 
Art provides a strong social connection for 
a community. Interaction is promoted in a 
public space through local arts and cultures. 
Engaging a community in the creation of spatial 
art enables an ownership of the public space, 
encouraging the people to use, manage and 
maintain the space. (Borrup, 2007) 
This is borne out by Justice Albie Sach’s 
statement regarding the artwork at Constitution 
Hill in Braamfontein, Johannesburg: Sachs 
said that the new court is ‘a new building for 
a new democracy. We didn’t want blindfolded 
women, the scales of justice. We have a 
culture of dispute resolution; we don’t have 
to replicate other courts.’ What was required 
was ‘an imaginative new building that had to 
compete in the public imagination with the 
Union Buildings and Parliament. It needed to 
represent our age and not be a copy of a past 
age, or a building imported from elsewhere. It is 
a building and a nation for everyone.’ (Garson, 
2004) The Constitution Court building is itself 
a work of art – just the Great African Steps, 
which are made from black slate and inlaid 
with brass plates containing designs by local 
craftswomen are incredibly beautiful. Added 
to this is the variety of art works that include 
tapestries, ceramics, oil paintings and water 
colour paintings, examples of San Rock Art, 
sculptures and photographs.
The grounds of the Constitutional Court are not 
p r e m i s e
The Crown Fountain, Chicago. An example of a successful 
tehchnology based public art piece. (www.images.google.com)
“Awareness of physical space of the city is 
disappearing or dematerialising as a result of digital 
information and communication.”
(Boyer, 1996: 138) 
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fenced and therefore people are invited in to 
experience and take ‘ownership’ of art in public 
space. This is a good example of how public 
art can bring a place to life, connect with the 
public and aid in the successful and continual 
use of a public space. 
The Crown Fountain, in Chicago’s Millennium 
Park is an example of a successful technology-
based public art piece that encourages use of 
the space, tourism and community interaction. 
Two huge LED screens, facing each other, 
display images of Chicago residents. The 
images are constantly changing, depicting the 
different people and cultures of the area. The 
faces are interspersed with natural scenes, 
and every once and a while the screens emit 
a spray of water. The art piece refers to the 
traditional use of a fountain in a public space, 
for drinking and washing. The artist, Plensa, 
stated that he wanted to create a space that 
was familiar, yet anonymous. In achieving this 
he created a space that everyone can relate 
to, and interpret, in their way. A new, modern, 
technological square has been created, in 
conjunction with current societal practices. 
(Gilfoyle, 2006:52)
Mary Fitzgerald Square in Newtown has brought 
technology to the public of Johannesburg. 
In the square is a huge outdoor LED screen, A public art piece at the Constitutional Court that makes use of notes people have written, on democracy and South Africa, 
enables the public to create an identity for themselves in the public space. 
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measuring 55m² to be used for public events. 
In addition, there are two sky disks on the 
square. One of them ‘depicts the stellar 
constellation as at the birth of Mary Fitzgerald, 
the second depicts the constellation as at the 
first democratic election of 27 April 1994. There 
is a third, which can be found at the entrance to 
the MuseuMAfricA depicting the constellation 
as at the official launch of the square on 16 
December 2001 - Reconciliation Day. The 
disks use unique optic fibre lights that glow in 
the dark.’ (JDA, 2004)     
So how do you encourage people out of 
private places and into public space? 
The perception of public space needs to be 
redefined. A new form of public space needs 
to be fashioned, that the contemporary user 
can relate to. The modern society needs to 
be considered, taking into account pace, 
technology, urbanism, identity and perception. 
In “Experiencing Architecture” Rasmussen 
compares an architectural intervention to a 
garden; ‘the success of the garden depends on 
whether or not the seeds he [the gardener] has 
planted thrive in the space he has put them.’ 
(Rasmussen, 2001:12) Public space needs 
to be designed to accommodate the implicit 
users, enabling them to thrive, thus making the 
space successful.
Raoul Bunschoten also states that ‘they [public 
spaces] are singular, they create an identity, 
and they must be able to stimulate the evolution 
of all kinds of parts of society’ (Bunschoten, 
2002:5)
Jan Gehl in “Life between buildings” writes 
about three types of activities that take place 
in the public realm. Necessary activities; 
everyday tasks such as school, work and 
shopping, optional activities; such as choosing 
to take a walk and social activities that depend 
on the presence of others (Gehl, 1987:11). A 
well thought-out public space will encompass 
and overlap all of these activities, creating a 
space that facilitates the meeting, seeing and 
hearing of new people.  In public space, social 
activities occur as a result of optional and 
necessary activities creating a wide variety of 
interaction. 
A Scandinavian proverb states that “people 
come, where people are”. For a public space 
to be successful it needs to be well utilised. 
Therefore a public space needs to have a 
combination of activities that draw people 
for different reasons, some being necessary, 
some optional. The main attraction of a public 
space is seeing other human activities, seeing 
strangers performing their own private objective 
in a shared space. 
Using the knowledge gained during the research 
stage of this project into what public spaces 
mean to the people who use them, how these 
spaces can be seen to be crime free, how to 
make public space relevant to users and what 
draws users to “themed” public spaces, the 
intervention will provide a workable solution to 
these issues. 
This intervention will look at the street as 
the catalyst of public space, and through 
interspersing necessary (transport, banks etc) 
and optional activities (restaurants, cafes etc.), 
create well used, community driven social 
spaces. It will be looking at the intersection 
between the linear mobility of the transport 
system and the stationary aspect of a civic 
amenity and what this means for the public 
spaces in-between.
e n c o u r a g i n g  p e o p l e  i n t o  p u b l i c  s p a c e
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The map of Johannesburg shows the phase one BRT routes. The Jeppestown Police Station and Law courts is positioned along the 
Dobsonville-Eastgate link, and is the site of my proposed intervention. 
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The triangulated area marks the extent of the site and is shown in relation to the major transport routes and other important places within Johannesburg.
3s i t e
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Choosing a site
I chose the Jeppestown Police Station and 
Law Courts for my site because it provided 
the best opportunity for the exploration of my 
theories. I wanted to find a site that would 
allow me to explore a well used and prominent 
commuter environment, which had not yet been 
developed to its potential. Possible sites for 
this type of intervention would have been the 
Bree Street and Baragwanath taxi ranks but as 
these had already been formalized there was 
not sufficient scope for my project there.
With the new developments in the transport 
system for Johannesburg it seemed like an 
exciting possibility to chose a site that would 
encompass the new developments. I therefore 
mapped the phase one routes of the BRT 
system, coupled with existing civic buildings 
along the route. The civic buildings were 
integral to my vision as they, by their nature, 
draw people into their arenas.
The positioning of the Jeppestown Police 
Station and Law Courts was undeniably the 
best of all possible sites due to:
- The commercial and industrial 
functions in the surrounding area
- The fairly densely populated nearby 
residential areas
- The close proximity of the Ellis Park 
Stadium and Standard Bank Arena
- The proximity of the Johannesburg 
Technical College
All of which have the potential to draw people 
onto the streets, but even more enticing to me 
was the transport nodes being planned for, or 
already existing on the site:
- The Jeppe Railway Station
- The formal and informal taxi facilities
- The BRT stations
- The large flow of pedestrians through 
the site
- The close proximity of the M2 highway 
off ramp.
The combination of these factors will allow me 
to look at commuters and how they engage 
with the city, as well as what new public space 
needs to be created to accommodate them. 
Jeppe Police Station and Law Courts. The site of the 
propsed intervention.
0
Approach from the west along Market Street showing the transition from commercial to industrial buildings. The vehicle is dominant 
on the site, with only a small sidewalk provided for pedestrian movement.
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Approach from the east along Bezhuidenhout Avenue as the road rises over the railway. The small, potentially dangerous, 
dangerous sidewalk discourages pedestrian movement. 
Placement of the urban site
The site is approached, from the city centre, by 
moving eastwards along Market Street. The tall 
commercial buildings encircling you slowly start 
shrinking, and the landscape casually changes 
from commercial to industrial. A highway off-
ramp passes overhead and you reach the 
outskirts of the original Johannesburg city 
centre. 
Access from the east, along Bezhuidenhout 
Avenue, takes you through the suburban area 
of Troyeville. You rise up over the railway line 
and as you reach the crest, the Johannesburg 
CBD is laid out before you.
The site is a point of access or egress, a point of 
orientation. Situated alongside the railway line, 
the boundary of Johannesburg, it becomes a 
place to stop, to pause and think about where 
you are headed. 
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The map of the urban site shows the surrounding suburbs. Doornfontein was the first township in the area to be 
developed, followed soon after by Jeppestown. 
History of the urban site
Doornfontein was established as one of the 
first residential townships, outside the formal 
boundaries of the original Johannesburg village, 
in 1887. The site was originally considered too 
far from the mining fields to be appropriate for 
residential land, but a natural spring running 
through the area provided a desired water 
source within a town that had no major sea 
or river running through it. Doornfontein had 
evolved into a wealthy area by 1891. It was 
filled with mansions on huge stands, inhabited 
by high society and dubbed the ‘snob suburb’ 
(Beavon, 2004: 52).
Jeppestown was declared in 1888 with the 
second wave of townships in Johannesburg. 
These townships were developed due to the 
ever increasing prospects of gold and the growth 
that it would bring. Due to the mining land to 
the South and the watershed to the north, the 
Ford and Jeppe Estate Company proclaimed 
Jeppestown to the east and Fordsburg to 
the west of the line of Commisioner Street. 
This was in anticipation of the way in which, 
what was known as, Johannesburg Village 
would expand. Jeppestown became a strictly 
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residential area and was inhabited, on its 
upper slopes, by wealthy business men and 
on its lower slopes by English speaking skilled 
artisans (Beavon, 2004: 52).
New Doornfontein was proclaimed in 1889 to 
take advantage of the success of Doornfontein 
and Jeppestown.
In 1891 residential development had started 
on the Parktown Ridge in the north. The 
wealthy inhabitants living in Doornfontein 
and Jeppestown started to move to the ridge, 
which offered cleaner air, as it was further way 
from the mining land, and had a view of the 
Magaliesburg Mountains (Beavon, 2004: 61). 
The industrial area of City and Suburban 
developed in 1892 to complement the mines in 
the South Eastern areas of Johannesburg.
Clive Chipkin in Johannesburg Style (Chipkin, 
1993:25) quotes an 1897 description of 
Johannesburg referring to ‘rural Booysens 
in the south, grimy Fordsburg in the west, 
patrician Doornfontein in the north-east and 
domesticated Jeppe ‘for the man of limited 
purse’ in the south east.’ 
By 1907 Doornfontein and its surrounds were 
no longer occupied by the wealthy population. 
Emerging slum conditions started to develop. 
This was amplified by the rapid increase in 
the number of black migrants moving into the 
Johannesburg area, who did not work on the 
mines and by the departure of the affluent 
business men from the area.
The Urban Areas Act was introduced in 1923. 
The act was used to regulate the presence of 
Black people in urban areas. Power was given 
to the local authority to demarcate land on 
the outskirts of the city, to be inhabited by the 
Black population. Black people had to leave the 
defined White areas, unless they were provided 
with accommodation by their employers (SA 
History, 2008). New Doornfontein was one of 
the first suburbs where the act was applied. It 
was initially applied in suburbs where there was 
a huge population of slum-yard dwellers and in 
areas that bordered with wealthy white suburbs. 
The act was also later applied to Jeppestown, 
Troyeville and City and Suburban. 
The Urban Areas Act only applied to the 
segregation of Black people, and did not 
include Indian or Coloured people. Added to 
this were many loopholes which enabled Black 
people to reside in central Johannesburg. Due 
to the poverty levels of the inhabitants, the 
slum conditions remained and were worsened 
by a second wave of poor Afrikaans families 
who had moved to Johannesburg and settled 
in the yards in the eastern suburbs (Beavon, 
2004: 62).
The Slums Act was introduced in 1934 and, 
under the pretext of sanitation, segregation was 
enforced. ‘These removals were clearly part of 
a slum clearance programme that looked for 
justification to European health and planning 
precedents.’ (Chipkin, 1993: 205). The intrinsic 
goal of this rezoning was to clear the slums 
whilst segregating the Coloured and Indian 
working class from the white working class. An 
added bonus was that higher rates and taxes 
could be claimed from the rezoned industrial 
land (Beavon, 2004: 110). 
 
There were three methods of implementing 
the Slums Act. One of these methods was 
to rezone a previously residential area to an 
industrial area. A need for more industrial 
land led to the logical expansion of City and 
Suburban, along the railway lines. Thus New 
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Industrial building in New Doornfontein. This area 
was rezoned in the 1930’s to encourage industrial 
development in the area.
Doornfontein, Fairview and Jeppestown were 
all re-zoned. 
It was during the 1940’s that many of the 
wealthier residents of Doornfontein and 
its immediate surrounds began moving to 
Hillbrow and Berea. They were drawn to 
these newly developed upmarket areas that 
appeared cosmopolitan and offered better 
accommodation. This left space for an influx 
of mostly “poor whites” who moved into the 
original accommodation as well as into the 
new sub-economic units that had been erected 
during the preceding years as part of the slum 
clearance plan. (Marx, 2008)
On the industrial front these areas prospered 
for a number of years. As Johannesburg 
expanded, land close to the CBD became 
more valuable, and thus more expensive. New 
technology also brought along new, bigger 
machinery. The small double storey industrial 
buildings were no longer appropriate to house 
machinery that needed large floor areas on 
ground level. The large industrial businesses 
slowly moved out of the area and further east 
into Germiston, Alberton and Kempton Park 
into warehouses that would accommodate the 
larger machinery (Beavon, 2004: 181).
 
For the domestic residents of these areas, 
the downward spiral into slum-like conditions 
continued. By the 1970’s the areas were once 
again inhabited by a mixed race population, 
mostly impoverished but with a smattering of 
modest households. Those residents who held 
down jobs worked in the surrounding industries 
or else in the sectors related to the trains and 
buses or the sports sector which included 
the Ellis Park Rugby Stadium and adjacent 
swimming pool. ‘Doornfontein at the time was 
notorious for drug dealing and abuse. Many of 
the facilities in the area had fallen into disuse, 
namely the schools, swimming pool and the 
clinic. There was some entrepreneurial activity 
and not much public space that was used for 
communal purposes.’ (Marx, 2008)
By the 1990’s Doornfontein was mostly 
industrial but with a strong retail element 
servicing the transport nodes. During this time 
many factory owners began closing down their 
businesses and abandoning their premises. 
The reasons for this were the spiralling crime 
rate in the area and the fact that suppliers were 
not prepared to make deliveries there as they 
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An old church on Lower Ross Street in New Doornfontein which has been inhabited by illegal squatters.
were afraid of being targeted by the criminal 
element. The vacant sites were taken over by 
illegal squatters and council appeared to do 
little to remediate the situation. 
It is in response to the total dereliction of the 
area that the JDA undertook to initiate the 
Greater Ellis Park Rejuvenation Scheme. It took 
on an area that was beset by a host of urban 
degeneration challenges – illegal squatting, 
theft, hi-jacking, vandalism, criminal activity, 
environmental degradation, businesses that 
do not comply with council by-laws, buildings 
that are not compliant with occupational health 
and safety requirements, man-holes and fire-
hydrants have been stolen for their scrap metal 
value, drug dealing and children not attending 
school. This intervention intends enhancing the 
efforts of the JDA and making a difference!
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The Greater Ellis Park Rejuvenation Plan is made up of four precincts. The urban site is demarcated by the red triangle.
Education Precinct         Sports Mecca Precinct           Manufacturing Precinct                Bezhuidenhout Mixed-use Precinct  
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The urban site today
The broader site falls into the current Greater 
Ellis Park rejuvenation scheme which looks 
at upgrading the area around the Ellis Park 
station as well as upgrading the public transport 
facilities in anticipation of the 2010 Soccer 
World Cup.  The development is divided into 
different precincts, the education precinct, the 
manufacturing precinct, the sports precinct 
and the Bezhuidenhout mixed-use precinct. 
The plan looks at resolving the traffic and 
transport problems, reconsidering land use 
zones and implementing critical projects that 
will contribute to the effective implementation 
of the overall plan. (JDA, 2005)
The Greater Ellis Park Precinct development 
Plan forms part of the Johannesburg 
Development Agency’s (JDA) plans to improve 
the infrastructure of Johannesburg for the 2010 
Soccer World Cup and beyond. The objectives 
of the project are to create world-class sports 
and entertainment facilities, as well as improve 
on the social, economic and physical aspects 
of an area that has been subject to urban 
blight. The 267-hectare area of development is 
a landmark of the city and the upgrade aims 
at attracting investment to the inner city. (JDA, 
2007)
The main aspects of the project involve the 
upgrade of the urban environment. This involves 
upgrade of the Charlton terrace and the Joe 
Slovo Bridge, on the northern boundaries of 
the site, to improve traffic flow. The upgrade 
extends to the west along Saratoga Avenue to 
Nugget street and to the east along Bertrams 
road to Bezhuidenhout Avenue. (JDA, 2007)
The upgrade also included the redevelopment 
of the Doornfontein bus station into the new 
Transport Square, as well as the improvement 
of the links to the stadium and the upgrade of 
the central core of the area.  
The urban upgrade predominantly focuses on 
the street, looking at the landscape, sidewalks, 
robust, durable street furniture and lighting. 
The scheme also includes the development 
and redesign of the axis and central core of the 
Ellis Park Sports Precinct. In addition the project 
looks at the renovation of the local parks, as 
well as the upgrading of the residential area of 
Bertrams. (Lopes, 2008)
The vision of the architects and urban designers 
(ASM and MMA) is to turn the area into an 
educational and sporting capital of South 
Africa. They aim to regenerate the area, using 
2010 as a facilitator, to ‘engage in a process of 
re-urbanisation by optimising the use of unique 
features, including cultural diversity, heritage, 
environmental features, human resources, 
infrastructure and economic potential.’ (ASM, 
2003)  
The urban site identified for this intervention 
falls within the Manufacturing Precinct of the 
Greater Ellis Park rejuvenation scheme. The 
area is made up predominantly of warehouses 
and light industrial businesses, with a few 
commercial facilities also present. Some 
of the industrial buildings are inhabited by 
illegal squatters, whilst others house illegal 
businesses. There are currently very few 
community facilities aside from the Jeppe 
Police Station. Vehicles take centre stage and 
pedestrian movement is not encouraged. An 
informal taxi rank has formed along Van Beek 
Road, encouraged by the many formal and 
informal garages and car washes in the area. 
The main street running along the south of the 
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site, Bezhuidenhout Avenue, provides the main 
link of the proposed Dobsonville - Eastgate 
BRT route. Two stations along the BRT route 
mark the east and west boundary of the urban 
site. The urban site also includes the existing 
Jeppestown train station and Ellis Park train 
station. Both stations are well utilised, the 
Jeppestown station for daily commuters and 
the Ellis Park station for sporting events in the 
area. The other transport facility in the area 
is the Doornfontein Bus Station, which has 
recently been converted into the new transport 
square, with taxi rank facilities, as part of the 
Ellis Park development Project.
The transportation points all converge to form 
a transportation precinct within the urban 
site. This is enhanced by the motor-related 
small enterprises that adjoin Bezhuidenhout 
Avenue; mechanics, car washes, car part 
sales, petrol stations and informal parking 
spaces, interspersed with a few residential and 
industrial buildings. 
The Greater Ellis Park Development Plan includes the upgrade of the streets surrounding the stadium.
( a s m ,  2 0 0 3 )
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The proposed urban upgrade by ASM and MMA Architects for the Greater Ellis Park Development project. (plan by ASM and MMA)
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The transport nodes form the boundary of the urban site, with the Jeppestown Police Station and Law courts at the centre.
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Transport square                            Proposed BRT site                            Ellis Park Railway Station                            Proposed BRT site                        Jeppe Railway Station 
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Main movement routes
The railway forms the eastern boundary of the site, 
running in a north south direction. Market Street 
moves into Bezhuidenhout Avenue and runs east 
west through the site. It forms the main vehicular 
and pedetrian movement route through the site and    
is also the route that the BRT system will take.
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Contours
The site has a gentle slope rising gradually towards 
the Kensington ridge in  the east. 
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Building heights
The majority of the buildings on the site are one to 
two stories in height, suitable for a light industrial 
purpose. The four taller buildings on site are used 
for  residential purposes. This includes the police 
barracks tower.   
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Available space
The map shows spaces which are available for 
possible interventions within the site. The railway 
reserve provides the main area of open space, and 
can be used for non-permanent interventions.
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Figure ground
The figure ground diagram shows the building 
density of the site, as well as the open spaces 
around the buildings.
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Street grid
The street grid diagram shows how the different 
grids of each suburb converge in the middle of the 
site where the Police Station is situated.
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“A city sidewalk by itself is nothing. It is an abstraction. It means something only in conjunction with 
the buildings and other uses that border it, or border other sidewalks near it.”  (Jacobs, 1962: 29)
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The building fabric of New Doornfontein is made up of mostly light industrial factories, with a few residential and retail components. 
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There is a very prominent graphic language that comes through in the form of formal and informal advertising signage as well as posters and graffiti, giving the area a specific character.
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Aerial view of the architectural site extents.
( g o o g l e  e a r t h )
63
The architectural site 
The architectural intervention site is situated 
at the Police Station and Law Courts along 
Bezhuidenhout Avenue. The site is appropriate 
for my studies as it provides a space where 
there is a high volume of pedestrian and 
vehicular traffic allowing me to observe how 
the space is experienced differently by private 
and public commuters and pedestrians and to 
accommodate them appropriately. The civic 
function of the Police Station and Law Courts 
provides an existing reason for people to 
access the area.
s i t e
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Initial sketch of the police station and law courts. 
6
Bezhuidenhout Avenue has a high volume of 
pedestrian and vehicular traffic moving along it to 
and from central Johannesburg.
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The  image shows current site usage.
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The pedestrian experience. Walking from the Police Station forecourt across the road and westward down Bezhuidenhout Avenue.
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Sections through the site show the relationships between the existing buildings and the street. The pavement is fairly narrow and the buildings have been built right up to the building line, 
which makes it very unpleasant for a pedestrian, especially along such a busy road.
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Jeppe Police Station and Law Courts
The Police Station and Law Courts
The current Jeppestown Police Station and Law 
Courts were built in 1969 by the Department 
of Public Works. The two functions (the police 
station and law courts) are housed in the same 
building but the management of each section 
is kept separate. The public forecourt at the 
front of the building, leading off Bezhuidenhout 
Avenue, is where the two functions come 
together.
The Police Station building is entered via a 
forecourt leading from the main road. This 
forecourt becomes a public space filled with 
people awaiting court appearances, family 
members, people dealing with the police and 
the employees of the police station and law 
courts. A barrier between the forecourt and the 
sidewalk is created by a cramped, inadequate 
parking lot, used by people visiting the station. 
There are 298 staff members working at the 
police station. The station is responsible for 
policing a 44km square radius, including the 
Ellis Park stadium. There are an estimated 
375000 people present in the area at any time, 
and this increases significantly when there is a 
sporting event or concert. (Durandt, 2008)
There are two working courts housed in the 
building, covering the areas of Jeppestown and 
Cleveland. There is a Trauma Centre situated 
in the Eastern Block of the station, operating 
for 24hrs. There are also field training facilities 
on the premises, in the Western Building. The 
barracks tower is currently being structurally 
renovated. It has 85 single-quarter rooms which 
the officers will reside in once it is complete.
There are 28 cells in the Eastern Building, which 
accommodate about 180 detainees. These 
facilities are only used for short term prisoners, 
who come from Diepkloof. They are kept at the 
Jeppe station for a few months to be monitored 
before they are released. (Durandt, 2008)
The original police station was built on the 
site in 1909. There were 4 cells in the original 
building holding up to 30 people. This original 
building was demolished and rebuilt and has 
now been converted into administration space 
and a shooting range. (Durandt, 2008)
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Jeppe Police Station and Law Courts
0
Plans of the existing Jeppestown Police Station and Law Courts (not to scale)
1s i t e
j e p p e  p o l i c e  s t a t i o n  a n d  l a w  c o u r t s
Sections and elevations of the existing Jeppestown Police Station and Law Courts (not to scale)
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The variety of people who live, work or pass through New Doornfontein.“Public spaces are produced by the people who connect, disconnect, flow through and transcend them, and by the people who play, laugh, cry and 
interact within them – in other words they are spaces of desire and affect.” (Watson, 2006: 80)
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The variety of people who live, work or pass through New Doornfontein.
The people 
The architectural site has a large range of 
different people moving through it. Mainly 
people are there to report crimes at the police 
station or are waiting to appear in court, whilst 
others are just moving through, on the way 
to their destinations. The number of diverse 
people using the site creates a strong social 
dynamic. The police station and law courts 
draw people from different cultures and socio-
economic backgrounds, and a variety of 
different occupations. 
Although a police station is generally associated 
with discontent and despondency, the 
atmosphere is generally friendly and relaxed at 
the Jeppestown Police Station. I spent some 
time at the station, on different days and at 
different times, and experienced a great deal of 
friendliness. Many people spoke to me, asking 
me what I was doing, and why I was spending 
so much time there. I was questioned on my 
project, and this gave me the opportunity to 
chat to and question them. 
The following images are of a few of the people 
I spoke to, outside the police station, as well 
as on the streets around the site. I spoke to 
people randomly - whoever wanted to speak to 
me, or had the time to do so. Whilst the images 
only represent a select few of the people who 
actually occupy the site, they show the diversity 
of people moving through. 
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Susanne and Maisey work for Pikitup as street 
sweepers in the surrounding area. They live in 
Soweto and catch a taxi to work. They alight on 
Main Street and then walk to where they are 
working on that day. They feel safe in the area 
and use the local shops to buy food. 
Silvia lives in Kensington and spends her 
days looking after her disabled younger sister, 
Precious, who is five years old. Silvia takes 
Precious for walks in the area, as she likes to 
be outside and to see other people. She walks 
past the Jeppe Police Station quite often en-
route to the bigger shops in town.
Ik owns Ik’s Best Accessories on Auret Street 
in Jeppestown. He lives above his shop and 
owns his own car so does not need to use 
public transport, but battles to find parking for 
his car.
s i t e
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Sifiso works as a security guard patrolling the 
area directly outside the Jeppestown police 
station. He lives in Julies (Jules Street) and 
catches a bus to work. 
Peter and Josie are brothers who own their 
own business. They are waiting outside the 
station as they are to appear in court. They 
caught a taxi to get there and prefer not to 
use the bus. 
Jeffrey Chirwwa lives in Regents Park and 
uses his own car to get around. He is walking 
to the police station to get an affidavit, as he 
had to park his car far away.
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i n t r o d u c t i o n
Introduction
The design of the intervention is on an urban 
scale as well as an architectural scale. There 
are three elements that are combined to 
make up the thread of the everyday. The first 
component relates to public transport and 
commuters and how they engage with the city, 
the second component relates to the new public 
spaces that are needed to accommodate the 
new public transport systems in Johannesburg 
and the third is the existing civic spaces and 
how they relate to the public space created. 
The design looks at what spaces connect these 
three elements and what sort of spaces are 
created by them.  Implicit in the intervention is 
a strong emphasis on public art that will help 
to define the space. The intervention intends 
proposing a system that could add value to the 
lives of everyone who interacts with the urban 
as well as the architectural site.
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Urban intervention
On an urban scale, the scheme looks at 
creating an everyday identity for the area of 
New Doornfontein. It aims at regenerating the 
area to its full potential, in conjunction with 
the greater Ellis Park Development Scheme. 
The urban intervention encompasses the area 
of New Doornfontein, bordered by Sivewright 
Street on the west, the railway line along the 
north east and Bezhuidenhout Avenue on the 
south.  
The area is to be rejuvenated to encourage the 
light industrial businesses back into the district. 
A ring road, which connects the different 
transport nodes with the main arterials, 
has been identified. This road provides the 
necessary pedestrian links and also provides a 
safe access points across the urban site. 
The intervention seeks to create connections 
through the site, linking the various transport 
nodes via pedestrian friendly paths and a visual 
legibility, converting the previously dangerous 
and under-utilised area into the established 
network of the city.  It provides safe links for 
the everyday users and favours pedestrians 
over vehicles. This includes the upgrade of the 
critical urban site surrounding the Jeppestown 
Police Station. It involves creating an urban 
inter-modal transport hub and enhancing the 
public space of the area. 
The intervention cannot be successful if it 
does not take into account the importance of 
‘the street’. Streets originally developed out 
of a necessity to convey goods, animals and 
people between places. Paths were created 
where movement was necessary. As the need 
for movement routes increased, so the streets 
transformed into paved roads, accommodating 
the heavy loads being transported over them. 
Today these roads are predominantly car-
orientated, often not providing an adequate 
route for pedestrians. 
It is estimated that streets make up eighty 
percent of the public open space in urban areas 
(Woolley. 2003: 79). They dictate how we move 
through the city, yet are often overlooked as 
a space and merely designed for a vehicular 
purpose. 
The urban upgrade intervention plans to focus 
on transforming the road into a street, a place 
that is safe and convenient for people to walk 
along, without the fear of being knocked over, 
or inundated by vehicles. At the same time the 
streets will need to be able to accommodate 
the essential vehicle traffic that is needed 
in Johannesburg. In this way the roads 
can become the streets that Jane Jacobs 
mentions; (Jacobs, 1962: 32) a public space, 
with surveillance and continuous use. 
 
The urban upgrade proposes to widen the 
pavements; add more greenery like indigenous 
trees and plants; provide seating at appropriate 
intervals and add lighting, signage, dustbins 
and water fountains. The use of the same type 
of materials throughout the intervention aims 
to create continuity through the urban site, 
connecting each route and transport node 
literally as well as visually.
The intervention looks at encouraging retail 
elements into the area along the upgraded 
street spaces, as well as residential buildings. 
Together these will create a greater surveillance 
on the street and help to encourage use of the 
area. The existing light industrial businesses 
will benefit from the upgrade, and hopefully 
encourage more business to the area.
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The urban intervention proposes to create a transport 
hub, connecting the different transport nodes . A ring 
road is identified, which connects most of the nodes with 
the main arterials. These routes will be upgraded as a 
pedestrian friendly passage though the site, with the use 
of wider pavements, seating, lighting, shade, signage, 
water fountains and dust bins. The buildings which 
face the connection routes will be rezoned retail and 
residential in an attempt to create a visual surveillance 
system.  
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Architectural Intervention
Architecture of the everyday encompasses 
a broad spectrum of buildings and spaces. 
Our everyday routines are dominated by the 
structures that surround us and dictate how we 
navigate our lives. The architectural intervention 
proposes a public space which responds to 
the needs of the various commuters moving 
through the area, as well as the people utilising 
the police station and law courts. It aims to 
encourage people to linger, socialise and 
interact with each other, as well as generating 
a commuter environment that is user-friendly, 
safe and appropriate. Preliminary rendering of the BRT stop of the proposed intervention.
Preliminary rendering of the circulation core of the proposed intervention.
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p r o g r a m
Program
The program was established from three 
different sources that were combined to create 
an intervention that would encompass an 
architecture of the everyday.
The information used as input into the program 
came from research into theories as well as 
from observations that were made about public 
space, what makes public spaces successful 
and what makes them unsuccessful. 
This information was combined with the 
requirements and suggestions needed for a 
BRT stop as well as other interventions that are 
common in transport interchanges. Lastly the 
existing facilities were examined and possible 
improvements were identified. 
The layering of different functional elements 
on the site aims at creating a dynamic public 
space that can be utilised by many different 
people at different times of the day.
Flow chart depicting program 
development
8
A restaurant at the Bara Transport Interchange is ideally situated to entice people walking past.
Retail
Restaurants
Takeaways/fast food
Supermarket
Internet café
Formal retail/market facilities 
Informal retail/market facilities
Bank
Post Office 
Chemist
Retail facilities are a major component of a 
person’s everyday life.  The design intervention 
intends to break away from the typical closed 
mall or shopping centre type so common in 
Johannesburg suburbs, and instead focuses 
on shopping facilities that line the street as are 
often found along the High Streets in England, 
Europe and traditional cities. Retail can take 
the role of a necessary facility, as well as an 
optional or social facility that is mentioned 
earlier (Gehl, 1987:11). Thus they form the 
perfect function for a public space, pulling 
people in and encouraging them to linger. 
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A small square at the Metro Mall becomes an extension of the street, providing a place for people to linger.
Public square
Seating 
Shade
Gathering/meeting spaces
Wi-Fi facilities
Ablution facilities
Drinking fountains
The square is formed as an extension of the 
street. The street widens into the site, leading 
off to the different facilities. A square is formed 
by buildings on three sides and the street on 
the fourth. The primary function of the square 
is to provide a place for people to linger, 
gather, meet and relax. It is the central quiet 
space amongst the chaotic midst of movement 
on all sides. The intervention is predominantly 
a transition space. People move through it 
on their way to a destination, but the square 
encourages a person to sit down, and observe. 
The square will have Wi-Fi capabilities, 
encouraging people to enter into a public space 
simultaneously with the cyber world, interacting 
on two different levels.  
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The existing police building closes itself off from the public with its prison-like facade.
Police Station and Law Courts 
Lobby
Waiting space
Community policing facilities
New client service centre 
Police training facilities
Barracks
Administration offices
The Jeppe Police Station and Law Courts is 
the existing building on the site and together 
with the BRT Station form a public space within 
my intervention. The existing building is the 
structuring element and dominant force and 
formed the main parameter when designing. The 
design of the existing building aimed at opening 
up to the public with a forecourt, yet in reality 
it blocks off any interaction or transparency 
with its dominant prison-bar like façade. This 
gives the impression that the station aims at 
keeping people inside and preventing contact 
with the outside. The intervention attempts 
to change this impression by opening up the 
Police Station and Law Courts to the public, 
making it more transparent and welcoming. 
At the same time the intervention seeks to 
maintain the barrier between the civilians and 
the criminals by keeping the Clients Service 
Centre separate from the charge office. 
Existing spaces within the police station are 
also to be redeveloped to accommodate the 
new needs of the employees; this includes the 
renovation of the barracks tower and police 
training facilities as well as the addition of a 
canteen. The intervention aims to incorporate 
the community into the functioning of the police 
station by introducing a community policing 
facility, allowing the police station to become a 
more public driven facility.   
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The commuters need to be accomodated once they get off the taxi and move on to their destinations. 
Transport
BRT station
Taxi rank and holding facilities 
Pedestrian pathways
Parking for the police station and law courts
Parking for the BRT
The majority of successful public spaces evolve 
as a result of, or very near to, a public transport 
facility. A good example of this would be the 
very successful public spaces surrounding 
Baragwanath taxi rank in Soweto and the 
Metro Mall in the Johannesburg CBD. With 
the development of public transport, so comes 
the need to develop the space around where 
the transport mode stops, and people get on 
or off.  The intervention aims to accommodate 
people waiting, as well as creating the route 
that the person would take between the 
transport modes and their destination. The 
BRT stop requires feeder facilities, such as 
the feeder taxis to take commuters to their 
final destination, as well as a place for people 
to park their cars. Although the intervention is 
aimed predominantly at pedestrians who use 
public transport, the high volume of private 
vehicles in Johannesburg means that the car 
still needs to be accommodated in the design.
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It is proposed that three buildings will be removed from the site to create space for the intervention. The BRT station will be 
moved about 100m to the West, to be in front of the Police Station.
2
3
1
Site changes
In order to accommodate the design a few site 
changes needed to take place.
The BRT, which runs past the police station on 
Bezhuidenhout Avenue, had a proposed stop 
east of the station just over the railway line. 
In the intervention the stop has been moved, 
an estimated 100m, to the front of the police 
station. This is thought to be a better place for 
the stop as it would allow public commuters 
direct access to the police station and courts, 
as well as to the other public facilities of the 
intervention. A stop here would also serve the 
people moving through the intervention into 
the light industrial area behind the station, as 
well as the many residents living nearby, yet is 
still close enough to accommodate the people 
moving through to Troyeville. The main road, 
Bezhuidenhout Avenue, is slightly re-routed, 
to accommodate the BRT stop and larger 
sidewalks
The building immediately in front of the station 
- an Auto and CV Joint repair business – is 
removed in order to open up the site and make 
space for the intervention. The central office 
building of the police station is also removed to 
allow access to the back of the site. The office 
buildings at the back of the site are removed 
and the functions housed elsewhere in the 
intervention.
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Buildings to be demolished
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The pedestrian walkway next to the public square of the St Niklaas Station. (cepezed, 2006)
1c r e a t i v e  p r o c e s s
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Precedent Studies
St Niklaas Station and Grote Markt. Cepezed. 
2004
Cepezed, a Dutch based design group, formed 
in 1973, specialise in town-planning, industry, 
interiors and architecture. Their main design 
aim is to create ‘monuments of function 
for people, not monuments of thanks to an 
architect’ (Cepezed, 2006) and this comes 
through in the way in which their buildings link 
aesthetics and functionality.
The Sint Niklaas Station Environment project 
undertook the upgrade of the existing station 
and its surrounding area. The neighbourhood 
around the Sint Niklaas station was in a state 
of degeneration, and the project fell within 
the urban renewal project of the Flemish 
Municipality. Keeping to their design vision, 
Cepezed created an urban plan that involved 
the renovation of the existing station building, 
bicycle parking spaces, restructuring the 
Grote Markt and reorganising the public space 
around these facilities so that they function 
better (Vollaard and Hendriks, 2006: 107).
The project looks at regulating the traffic flow 
within an urban circular road system, restricting 
and regulating its movement. A link is created 
which opens up the precinct to the city centre 
by demolishing certain existing buildings and 
creating a pedestrian walkway. This path 
creates the backbone of the area, flanked by 
an entertainment complex, the station and a 
shopping mall. 
The front façade of the existing station building 
is transformed into a transparent extension 
to allow a view onto the square, making the 
connection more coherent. The bicycle parking 
facility accommodates seven hundred bicycles 
under a large oval transparent roof structure. 
The project has created a public space 
that accommodates the existing buildings 
yet introduces a modern feel to the area. 
Pedestrians are placed in the forefront of 
the design, yet other transport facilities are 
also considered. The area is transformed 
into an approachable, attractive and open 
environment.  
The Grote Markt in Sint Niklaas also formed 
part of the rejuvenation project. Originally 
cars were the main medium through which 
the square was experienced. The space was 
organised with busy through roads and a 
central parking lot which took the form of the 
square. In the centre of town stood the Grote 
Markt, isolated and disorganised (Vollaard and 
Hendriks, 2006: 115).
In the urban design scheme the traffic was 
redirected around the square, and each mode 
of travel allocated its own movement system. 
The central parking lot has been moved to 
the fringe of the square, freeing up the central 
space to act as a plaza for various events. 
The hardwood promenade encompassing 
the square provides a space where intended 
and chance social interaction can take place 
between diverse people. The revamp of the 
public spaces and the restoration of existing 
buildings and pavement cafes improved the 
relationship between the square and the 
surrounding structures. 
The overall effect of the Sint Niklaas 
rejuvenation project is that a city centre, that 
is accessible and open to the public, has been 
created and it encourages people to enter into 
the public spaces. This means that streets are 
utilised to their full potential. 
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Design lessons:
St Niklaas
- Reorganising of public space to allow 
existing and new facilities to function 
to their full potential
- Restricting and regulating traffic 
movement
- Pedestrian pathway that creates the 
backbone of the precinct
- Transforming the front façade of the 
station into a transparent extension of 
the square
- Approachable, modern environment.
Pedestrian walkway (cepezed, 2006)Bus zone (cepezed, 2006)Station interior (cepezed, 2006)
(after Vollaard, 2006: 107)
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Design lessons:
Grote Markt
- Removing the parking lot from 
the central space of the square to 
the periphery, making pedestrian 
movement the priority
- Creating a promenade for social 
interaction
- Providing a relationship between the 
square and the surrounding buildings.
“Architecture that does not think about its 
future, has no future” Cepezed (Vollaard and 
Hendriks, 2006: 6)
Grote market (cepezed, 2006)Promenade (cepezed, 2006)Underground parking (cepezed, 2006)
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(after Vollaard, 2006: 115)
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Amenities Building, Sydney Olympic Park. 
Durbach Block Murcutt Architects. 1999.
Durbach Block Murcutt Architects are an 
Australian based architecture and urban 
design company. Their design vision is to 
create buildings that encompass function, form 
and relevance to the context. DBM won the 
commission to design the Olympic Amenities 
Building built to accompany the Sydney 2000 
Olympic site at Homebush Bay. (Durbachblock, 
1999)
The brief consisted of three amenities 
buildings, each containing toilet facilities, 
public pay phones, pay stations and drinking 
water fountains. Each building is expressed 
in a different way through the colouring of 
the structural members in different primary 
colours; red, blue and yellow. Unlike ordinary 
toilet facilities, these buildings act as urban 
hubs within the landscape. The structures 
celebrate rhythm, light, space and surface in 
their construction. The basic concept of the 
buildings is the necessity of sight, the ability 
to be seen amongst the backdrop of the vast 
tarmac and to stand out next to the hugely 
scaled Olympic buildings. During the day time 
Olympic amenities building. (hyatt, 1999)
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they act as objects of reference within the 
landscape and at night they are illuminated, 
with their various colours, becoming beacons 
of light. The translucent skin draws in light 
during the day and provides a glow at night. 
They provide orientation points for the visitors 
arriving at the site. The structure of the building 
is influenced by those of the Olympic site. A 
twisted steel frame forms the overhead roof, 
covered by a tight fabric cover, emulating the 
grand structures of the Olympic buildings. 
(Hyatt, 1999:12)
The facilities play with everyday functions 
- making them surpass their purpose and 
become objects of orientation. They celebrate 
the small scale functions that make up our 
everyday life, making them just as important 
as the big scale public spaces.
Design Lessons:
-	 Expressing buildings through the use 
of colour
-	 Buildings as orientation points within a 
vast landscape
-	 Celebration of rhythm, light, space and 
surface
-	 The celebration of an everyday small-
scale function.
“There’s a lot of big-scale public celebration 
and the small scale activity which involves 
just taking a seat, a drink of water, buying a 
Coke or using the toilet. Those experiences 
can be humane and enjoyable and we tried 
to condense those things under the one roof 
as well as providing a space for the queue.” 
Durbach (Hyatt, 1999:12)
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Baragwanath Public Transport Facility
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Baragwanath Public Transport Facility, 
Urban Solutions Architects, 2004
Urban Solutions Architects are a Johannesburg 
based company who designed the 
Baragwanath Public Transport Facility which 
is situated along the main arterial road into 
Soweto, Old Potchefstroom Road, opposite 
the Baragwanath Hospital. The transport 
facility, originally a bus drop off area for people 
going to the hospital, has evolved into the 
biggest transport interchange in Soweto. The 
intervention forms part of the Baralink project, 
which aims to rejuvenate the area around the 
Baragwanath Hospital.
The site forms an entryway into Soweto, and 
anyone wanting to travel locally in Soweto 
needs to go to the Baragwanath taxi rank first. 
An increase in the number of public transport 
modes over the years means that the facility 
has on average two thousand taxis operating 
at the rank on an average day. (Thale, 2004) 
The upgrade was divided into four different 
stages. It began with the re-alignment of the Old 
Potchefstroom road alongside the periphery 
wall of the hospital, freeing up the necessary 
space for the intervention. The second and 
third phases of the project introduced 170 taxi 
bays, facilities for buses and long distance 
taxis, ‘formal’ trader facilities, ablution facilities, 
recreational spaces and taxi offices. The fourth 
phase added another two taxi holding facilities, 
129 and 124 bays each, as well as the upgrade 
of the pedestrian bridge to Baragwanath 
Hospital, CCTV cameras and street lights. 
(Thale, 2004)
The intervention provides order amongst the 
chaos of taxis, buses, pedestrians and traders. 
The structure provides covered walkways for 
the pedestrians and safe access to the taxis 
as well as across the busy road. It provides the 
necessary facilities for such a bustling public 
space of the city and emphasises its function 
as the gateway into Soweto.
The intervention is built with robust materials, 
predominantly concrete. Wood, greenery and 
art work are used to soften the strong concrete 
elements. The site runs parallel to the road 
and is 1.3 kilometres long and 50 metres wide 
(George, 2006:132). The length is broken 
up by the different nodes of the interchange, 
connected by a covered pedestrian walkway 
that follows the length of the site. 
The intervention takes advantage of the need 
for public transport by creating a public space 
that is energetic and bustling with activity, 
accommodating the everyday needs of the 
commuters. 
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Design lessons:
- The use of public art in a public space
- Celebrating public transport
- Distinguishing pedestrian and vehicular 
movement
- Utilising the potential of a transport 
interchange to create a public space
- The use of robust materials.
Public art at Baragwanath Public Transport facility
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Sketch plan of the Baragwanath Public Transport facility
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Design principles
A list of design principles which have formed 
the integral framework for developing the 
intervention has been established. These 
ideas have been separated into three different 
categories as they are represented in the 
design: site parameters, design concepts and 
architectural guidelines.
Model showing the gridlines of the site.
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Central core
The central core is the spine of the intervention, 
the point from which all the other elements branch 
out. This core provides the main access point into 
the site for pedestrians and serves as a point of 
orientation. The intention of the central core is to 
pull people into the site and provide a point from 
which to navigate through the intervention. From 
this central foyer space a person has the option of 
filtering, in a horizontal or vertical direction, further 
into the other buildings.  
Site parameters
The site parameters form the basis for the 
cohesive development of the site and its 
different elements - retail, public square, 
transport and the police station. The aim of the 
site parameters is to form a framework for the 
design, establishing how different elements 
relate to each other creating a design scheme 
that reads as a whole. 
Axes
The axes provide the main movement routes 
through the site, on a three dimensional scale, 
along an x-axis, y-axis and z-axis. Each axis has 
a certain function and relates to a certain element 
of the design. The north-south axis concentrates on 
the public transport component of the design, and 
how commuters experience the transitional space. 
The east-west axis is dedicated to the public space 
that is necessary to accommodate the new public 
transport infrastructure, and the vertical axis is 
where the civic function, the police station and law 
courts link up to the rest of the intervention.
Paths 
Connections between elements within the 
intervention, as well as with the other transport nodes 
within the urban site, are vital for creating a public 
space which caters for public transport commuters. 
The intervention aims to flow into the surrounding 
fabric, through its movement connections and links, 
creating pathways to and from surrounding amenities 
and streets. The links within the intervention are also 
crucial in creating a harmonious flow between the 
different functions. The circulation routes through 
the intervention attempt to assist the fast-paced 
movement which is synonymous with a transport 
interchange, yet also accommodate the person who 
may want to pass through in a leisurely manner.
102
Hierarchy
The hierarchy of spaces within the intervention is 
used to distinguish between the varying degrees of 
‘publicness’ of the spaces and to create a transition 
when moving between them. Although the objective 
of the intervention is to create a space that is 
accessible to everyone, the level of ‘publicness’ 
reduces as one moves further into certain buildings. 
The transport component forms the most public 
space of the site: the road, the street edge and the 
place from which people will alight from their transport 
modes. The civic building then forms the most 
private of the public spaces, with its own hierarchical 
system within. The public space in-between falls in 
the middle of the two public spaces.   
Levels
The slope of the site dictates that the intervention 
takes place on different levels. The use of half 
levels in the design aims to create spaces that are 
differentiated from each other, yet maintaining a 
consistent flow of movement. The levels are also 
used to create a system of spaces through a change 
of level, whilst still maintaining a visual connection.
Vertical and horizontal
The horizontality of a movement route is emphasised 
in the design of the intervention. The linearity of 
the public transport systems are punctuated by 
the point to point stops where people get on and 
off. This is pulled through into the design by the 
horizontal linearity of the buildings and movement 
routes which are intersected at certain points. The 
horizontality of the intervention is juxtaposed by the 
tall vertical tower of the police station, which marks 
an important stop along the movement routes going 
past the site.  
Gridlines
The site is at the meeting point of three different 
areas. Each of these areas corresponds to a 
different road grid pattern. The formality of the 
geometry of each network is broken at the meeting 
point. The Jeppestown grid follows that of central 
Johannesburg, whilst the New Doornfontein and 
Troyeville grids run perpendicular, in opposite 
directions from each other, dictated by the pre-
existing railway line. Together they form a triangle in 
the centre. The pattern formed by the roads dictate 
the buildings that will be placed in the area, and form 
an enclosure for each area. 
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Edges
The edge conditions of the intervention mark the 
linear boundaries of the site. The edges distinguish 
and frame the spaces in the site and hold the site 
together. The street edge needs to be distinct to 
indicate the boundary of the intervention, yet it still 
needs to be permeable and accessible. The street 
edge aims at pulling people in off the street and into 
the space, yet at the same time keeping the street 
as a separate entity. The street edge defines the 
southern boundary of the public square, whilst the 
existing and new buildings of the intervention define 
the other sides.
Access
The site will be accessed by people from different 
forms of transport, some on foot, some by the 
public transport (taxi or the BRT) and others from 
their own private vehicles. The intervention aims 
to be accessible to all the people needing to use 
the space, but the predominant access is given to 
the pedestrian, who will enter into the site from the 
street edge. The access points are important as 
they need to encourage people in, and are the first 
impression the person gets of the space. Access 
points need to be clearly demarcated and easy to 
get to. The intervention aims to pull people in who 
are passing through on their way to their transport 
mode or destination.
Context 
A critical part of the design intervention is its 
integration into the existing urban context. The 
design aims to create a space that flows from the 
existing built fabric, and fits into the framework of the 
site. This is to be achieved by creating connections 
with the surrounding amenities as well as working 
with existing site conditions to create a space that 
fits in with its surroundings.    
Views
The site slopes upwards in an easterly direction 
along Bezhuidenhout Avenue, away from the 
Johannesburg CBD. Looking back at town from the 
site offers the observer a view of the Johannesburg 
skyline. The design of the intervention aims to take 
advantage of this view, using it to display the beauty 
of the Johannesburg CBD. 
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Design concepts 
The design concepts are the abstract elements 
which the intervention aims to express. These 
are elements which are important to the 
formation of the spaces that are created in the 
intervention. They aim to express the three 
main concepts of the design: commuters and 
how they engage with the city, the new public 
space that is needed to accommodate the 
new public transport facilities and the public 
relationship with the existing Police Station 
and Law Courts. 
Order and Chaos
A transport interchange is usually a place 
that appears to be chaotic and unstructured, 
yet there is always an underlying order to the 
system allowing it to work smoothly beneath 
the confusion and bustle. The design intends 
to create a structure that aids in creating a 
sense of order on one layer, yet allows for the 
perceived chaos to exist on another.
Formal and informal
Formal and informal elements make up a 
public space system. These elements work in 
conjunction with each other and complement 
each other. The formal facilities, such as the 
Police Station, transport nodes and retail 
attract people to the space, but it is the informal 
trading, busking and hawking that creates 
excitement and encourages people to stay. The 
design aims to facilitate and accommodate the 
formation of informal aspects to complement 
the formal amenities. 
Pedestrians
The pedestrian is the celebrated user of the 
design intervention. The aim is to define what 
would best accommodate the commuter, 
moving to or from the transport mode, and 
people walking along the street to their 
destinations, and to celebrate the way in which 
they view the space.
Transition
The intervention as a whole reads as a space 
of transition. The public space created is the 
space that is in-between the different elements 
of the site, the public space provides the link 
between these different amenities. Yet at the 
same time the activity of transportation places 
a person in transition. The intervention aims at 
celebrating this transitional space that takes 
place every day in a person’s life.   
Taxis lined up at the Bree Street taxi rank.
“And this – to bring order and relation into human surroundings 
– is the task of the architect.” (Rasmussen, 2001:34)
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Police transparency
The police are often perceived to be removed 
from the public, separated from the everyday, 
yet they play a vital role in our daily lives. 
The intervention aims at using architecture to 
address this issue and bring the police into the 
public realm. Through the upgrade of the police 
station the design intends to create a two way 
relationship between the public and the police 
by making the police more accessible to the 
public and creating spaces for the public to 
form a relationship with the police. 
Spaces of Intersections
A public space is an ideal place for intersections, 
chance encounters and informal connections. 
The design aims to provide places for these 
coincidental encounters between people, 
encouraging the people to use the space as a 
place of social interaction. 
Landscape
The original transport routes that formed along 
the east-west axis were dictated by the geology 
of the area and thus prescribed the way in which 
Johannesburg grew. The intervention aims to 
celebrate this initial history of Johannesburg in 
the design by evoking memories of place.
Ownership
To whom does a public space belong? The 
intervention seeks to express a balance 
between anonymity and defined place. In 
this way the person who uses it consistently, 
as well as the infrequent user will be able 
to relate to the space. In the same way the 
subtlety and order of the design should allow 
the users to experience the space according 
to their own viewpoint. The intervention looks 
to accommodate the different needs of the 
locals and the passers-by who will be using 
the space.
Stop start
The site is a transition point, yet also one of 
pause. The design intends to address the 
tension between the moving and the stationary. 
It considers what happens when people moving 
through stop, and what will encourage them to 
linger. The design aims to persuade people 
to stay as well as providing a place that they 
can use even when they are not utilising the 
transport facilities or civic building.
“And this – to bring order and relation into human surroundings 
– is the task of the architect.” (Rasmussen, 2001:34)
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Architectural guidelines 
The architectural guidelines are the parameters 
used when designing, which aim to create a 
cohesive identity throughout the design of the 
intervention. They express elements that are 
important in the realisation of the architecture.
Rhythm
The use of rhythm in the design aims at 
conveying the sense of movement that 
encompasses a transport interchange.  The 
rhythm is created by the repetition of certain 
architectural elements at certain intervals. The 
aim is to generate the sequence of movement 
routes through the site, using different 
elements in different spaces, but always at the 
same interval. On one hand the design uses 
the repetitious rhythm in an attempt to create 
a sense of continuum between the different 
spaces, and on the other hand, elements are 
used to identify each of the various-use spaces 
differently. 
Signage
There is a predominant poster culture in the 
surrounding area, with a mixture of formal and 
informal advertising. This signage gives the 
neighborhood a specific characteristic, and is 
a way in which the people using the space can 
make it their own. The intervention will attempt 
to continue this theme in the design, providing 
spaces for informal posters as well as using 
formal signage as an aspect of the creation of 
an identity for the space. 
all images: www.gettyimages.com
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Light
Light is one of the most important aspects of 
architecture, used to enhance the spatial quality 
of a building. Light changes through the day as 
well as through the seasons, creating different 
effects at different times. The design plays 
with light in different ways, from the dappled 
light that is filtered through screens and trees, 
the angled light of covered walkway, the poor 
light of interior rooms with one window and the 
generous light brought in with glass curtain 
walling. The design attempts to make use of 
light and shadow in different ways, creating 
different spatial experiences.
Materiality
Materials form the skin of the building, 
giving it its identity. The intervention aims to 
use a continuation of materials throughout 
the design, allowing different materials to 
demarcate different amenities, yet still creating 
a continuous theme throughout. The materials 
to be used need to be robust to withstand 
the large number of people who will be using 
the public space, yet still need to have softer 
elements that will elicit a response in the 
commuter or pedestrian.
Landscaping
Green spaces in public area play a very important 
role in creating a pleasing environment. Trees 
and plants create microclimates by providing 
shade for the pedestrians, yet are also valuable 
in lowering air and noise pollution (Rubenstein, 
1992: 99). The intervention seeks to use trees 
and plants in the design to define space, create 
continuity and to act as visual screens.    
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initial sketchfinal sketch model of the design intervention
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Design process
The design of the intervention came about 
as a response to the issues of public space 
discussed in the premise section of the 
document, coupled with the devised program 
and an appropriate site response.
The design attempts to address the theme of 
public space through the issues of how the new 
and existing public transport systems engage 
with the city, the public space necessary to 
accommodate public transport commuters, the 
existing civic building and the effect of public 
art on public places.
The intervention aims to create an everyday 
space, a playground for society to interact with 
strangers, contributing to the growth of our 
multi-cultural society.
initial sketch model
110 cutting through the existing building
The design process starts with an exploration 
of the architectural site. It aims to experiment 
with ideas of connection, places of intensity, 
celebrating a space of transition and the flow 
of spaces. 
The positioning of the program on the site is 
explored, taking into account the angles of the 
site and the existing facilities. Bezhuidenhout 
road is widened to accommodate the BRT and 
its station.
The first stage also explores cutting into the 
existing police station and law court building, 
‘piercing’ the hard façade that creates a 
barrier between the public and the police. The 
gridlines are extended into the architectural 
site and where they intersect with the building, 
the building is cut away. The principle of the 
exploration is then simplified, leading to the 
conclusion that the best way to open up the 
building is to remove the middle office section 
of the existing police station, allowing the 
intervention to flow through to the back of the 
site. 
The design is explored in an attempt to create 
a sense of movement, cutting through the 
police station building and curving out into the 
back and around the sides, encompassing and 
utilising the site to its maximum potential. 
second sketch model
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flowing through the existing building
second sketch model
intensity
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gesture
levels
movement
hierarchy
third sketch model
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These sketches were done at the beginning of 
the design process in an attempt to get a feel 
for what the language of the architecture would 
be. The aim is to create a way of gesturing 
towards the important spaces and views as 
well as creating a hierarchy of structure. The 
idea of landscape is also played with, using 
terracing and half levels. 
The sketch attempts play with expressing a flow 
of movement, the movement of the vehicles 
past the site and the pedestrians through it. 
third sketch model
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continuous flow
sketch model
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The next stage is a continuation of the attempt 
to create movement through the existing 
building. It experiments with slicing through the 
centre of the police station, in one continuous 
flow. It looks at creating one entity that moves 
through the site, flowing down the levels and 
out into the surrounding fabric. 
The gridlines of the surrounding suburbs are 
used as a guideline for the placement of the 
buildings, and helped in forming the site edges. 
Smaller courtyard spaces are created in an 
attempt to form a denser built fabric, with retail 
elements leading off from them. 
The middle lane BRT station is placed at the 
bottom south-west corner of the design, with the 
aim of encouraging people to walk through the 
site to get to their destination point, activating 
the space. slicing through the police station
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11
This stage saw the start of an integrated design 
with the introduction of, although not fully 
developed, central core space. The intention of 
the central core building is to use the footprint 
of the removed building to create a base from 
which all the other functions can develop and 
radiate out from. In this way the design can 
start to read as one entity with all the different 
elements relating to each other via the central 
core. 
The BRT Station is moved eastward in an 
attempt to relate it better to the core. The office 
buildings at the back of the site are removed, 
allowing the establishment of three different 
axes, angled according to the gridlines. 
Each axis pointed in a different direction of 
movement, creating entry and exit points as 
well as connecting the various functions.    
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The preliminary introduction of repetitious 
elements came about at this stage of the design. 
The previous introduction of the main core 
building creates a grid system that was used to 
create a rhythm through the intervention. 
The core building is given huge concrete 
columns, reminiscent of Le Corbusiers 
Assembly Portico in Chandigarh, turning it into 
a beacon that aims to entice people towards the 
core and once there, direct them into the other 
buildings. The taxi rank runs from the back 
of the site through this central core and onto 
Bezhuidenhout Avenue, on the ground floor, 
offsetting the BRT station. Retail elements and 
offices are placed around the edges of the site, 
framing the central square.  
central core
 
central core with huge concrete columns
retail
central core
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The central core becomes the ordering device 
of the intervention during this phase. The 
different elements of the site are structured 
around it, and it becomes the transition point 
between amenities. As the beacon of the site, 
the aim is to make the central core into a light 
box, with translucent materials creating a 
transparency during the day, and allowing it to 
glow at night. 
Circulation and movement are imperative at 
this stage of the design. The many different 
user groups mean that there needs to be a 
clear circulation route, through the site, to each 
different facility. A clear demarcation of the 
different facilities also begins to emerge at this 
point in the design, creating different spaces 
for different uses. The ground floor becomes 
a solely public space, with the upper floors 
containing the semi-public and private spaces. 
The central core becomes purely a circulation 
core, directing people in a northerly direction 
through to the taxi rank and parking area or 
in a westerly direction toward the retail and 
public square as well as upwards to the police 
client service centre, offices, barracks and law 
courts. 
3d model showing the central core and movement routes
section through the central core
retail
market
BRT
taxi rank
core
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circulation core
Proposed rendering of the intervention
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The intervention starts to look at the intersection 
between the new buildings and the existing 
buildings. The intent is to create a seamless 
flow between buildings on the interior, whilst 
emphasising the connection on the exterior. 
The original thought was to leave as much of 
the existing buildings as they are, dealing with 
them only where they touch the new buildings. 
This phase also sees an unsuccessful attempt 
to introduce an amenities facility along the 
street edge. The aim was to create a facility 
that would juxtapose the BRT station, creating 
opposing design languages between the two. 
The building was to house public toilets, pay 
phones, transport information, hawker stalls 
and a drinking fountain. It was decided that it 
would be better to disperse these functions into 
the intervention, away from the street edge.
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In this stage of the process there is an attempt 
to concentrate on the materiality, light and 
texture of the intervention. The strong x, y and 
z axes are established, the x axis representing 
the retail facilities, the y axis, the transport 
link.
The design starts to move slightly into the 
existing buildings. The main eastern block, 
where the charge office facilities, prison cells 
and law courts are housed, is minimally altered. 
Foyer spaces are created where the central 
core intersects with the building, but the rest 
of the spaces are left to function as they exist. 
However, the function of the western building 
is changed, to accommodate formal market 
facilities on the ground floor, a police canteen 
on the first floor and additional offices on the 
second floor.  
An additional office space is added to the west 
of the circulation core, to accommodate the 
offices that were removed, creating a cover for 
the informal market spaces on the ground floor. 
ground floor plan
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The markets will provide an ideal opportunity 
for people to linger and interact with others.
The circulation core becomes a series of 
ramps, moving up through the building at half 
levels, dispersing people off at their various 
destinations. The core becomes a huge public 
lobby space for the people waiting to appear in 
court or to go to the police station.
first floor plan
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The final stage of the design process sees 
the police client service centre being pulled 
out of the eastern building and placed on the 
first floor of the central core. In this way the 
client service centre becomes part of the public 
space, a transparent box that invites people in 
and opens up the police station in an attempt 
to create a sense of police transparency. The 
charge office is moved to the back of the eastern 
police building, separating the criminals from 
the public realm. 
A foyer space is introduced on the ground floor 
of the central core, from which the vertical 
circulation route operates. The third and 
fourth floor of the central core is occupied by a 
community policing facility and police training 
facilities. In this way the police functions are 
brought out into the public space, becoming 
‘public property’. 
The western building is occupied on ground 
floor with small retail facilities forming the 
northern edge of the square. The northern side 
of the building has been re-used as a police 
canteen and lounge facility, opening up onto a 
small screened garden. The first floor has been 
converted into administration offices.  Fronting 
the building, leading off from the central core on 
the first floor are the senior police staff member 
offices. The corridor for the offices looks onto 
the square, encouraging a visual interaction 
between the police staff and the public.
The police barracks tower is accessed from 
the first and second floors of the central core. 
The barracks are single room quarters, with 
shared bathroom and recreation facilities. 
This residential component means that the 
intervention has a twenty-four hour use, and 
thus constant surveillance. 
The eastern building houses the existing cells 
on the first floor and the law courts on the second 
and third floors. The Law courts are accessed 
from the second floor of the circulation core. A 
lobby space in the central core provides a place 
for the people waiting for their court hearings. 
The court facilities and prison cells have been 
left to function as they exist.
The BRT stops are moved to the outer 
lanes, allowing a smoother flow of traffic on 
Bezhuidenhout Avenue. 
The taxi rank and holding facilities are entered 
by taxi from the back of the site. Workshops 
and car wash facilities have been placed on 
the eastern edge of the taxi rank. Commuters 
move from the taxi rank through the central 
core and into the site.
The ground floor of the square is edged by 
retail facilities, on three sides, in an attempt to 
encourage commuters and passers-by into the 
square.
The square is terraced and urban elements 
such as seating, dustbins, Wi-Fi and lighting are 
placed within it. The repetition of acacia trees, 
provide a dappled shade effect, contrasting with 
the heavy concrete columns that are repeated 
through the intervention. The urban elements 
are what will encourage people into the space. 
The Wi-Fi facility will cater for the parallel world 
of technology and social interaction. 
Public art is added in various ways, such as 
mosaics, a graffiti wall, statues and screens. 
These will help the users to identify with the 
space and give it individual meaning. 
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Peter has come to the square to appear in 
a court case at the Jeppe Law Courts. His 
brother, Josie, has come along to keep him 
company. They caught the BRT bus from their 
place of work in Dobsonville. Whilst waiting 
to appear, they decided to sit in the square, 
watching the passersby. They then move up 
to the Law courts via the ramp system that 
overlooks the taxi rank. Whilst Peter is in court 
Josie waits in the Law courts waiting space, 
admiring the views of the city. Before they 
leave they get some quick takeaways from the 
café.
Susanne and Maisey work for Pikitup in 
the surrounding area of New Doornfontein 
and Jeppestown. They live in Soweto 
and catch a taxi to work. They prefer 
catching the taxi from the square as it is 
convenient to pick up groceries on their 
way home and they know all the people 
who work in the square. They come back 
to the square to eat lunch and to chat to 
their friends and then continue their work 
cleaning along Bezhuidenhout Avenue.
16
Silvia lives in Kensington and spends her 
time looking after her disabled younger sister, 
Precious, who is five years old. They often 
walk past the square on their way in to town. 
Recently Silvia has been spending a lot of 
time in the square as she likes to be outside 
and see other people. She brings a book and 
sits in the shade of the acacia trees, reading. 
She feels safe in the square as it is always 
busy and the police are present. Today she 
has to collect something from the post office 
and also buys some fresh fruit from the 
market.
Jeffrey Chirwwa has come to the square to get 
an affidavit from The Jeppe Police station. He 
lives in Regents Park and uses his own car 
to get around. He is happy to find ample and 
convenient parking, but thinks he might catch 
the BRT next time as there was a lot of traffic 
along the way. He goes straight up to the new, 
transparent client service centre, and whilst 
waiting for his affidavit watches the movement of 
the commuters passing below. Before he leaves 
he walks to the bank to deposit some money. He 
buys some crisps from the hawkers along the 
way, stopping briefly in the square to eat them.   
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